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The Only Modern Track 
Grinder With a Record 


long enough and 

good enough to 

form a_ basis for 

judging its merits 
is the 


RECIPROCATING/ 


: MMM 


Now In Its Sith Wear 


Many unique features mark its superiority 
—all tried out in years of active service. 
It has been proved that the Reciprocating 
Grinder embodies the only principle that 
can properly grind out corrugations and 
faulty joints, that it is the only grinder 
that can be used without interfering with 
traffic, the only grinder that will grind on 


7 


any curve, the grinder that is sufficiently 
simple to be fool proof and _ sufficiently 
rugged throughout to withstand all the 
abuse which a track tool will get, and the 
only grinder with which a common laborer 


cannot damage the track. In fact it’s the 
track grinder that is a tool of proven prac- 
tical value and 


NOT AN EXPERIMENT 


Track Grinding is a live, pressing matter right now. Look into it thoroughly. Our seven years’ success- 
ful experience as track grinding specialists is yours for the asking. May we send particulars? 


RAILWAY TRACK-WORK CO., Heed Bldg., Philadelphia 
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The Satisfaction of Doing Things 


with 


Sales Offices in Forty-Five American Cities . EAST PITTS 


‘““CXAM,”’ said the master mechanic to his foreman, “the manage- 
ment complimented us highly at a meeting yesterday on our 
success in putting the entire equipment in such good shape 

at small expense, during the past year.”’ 


‘‘Boss,’’ says Sam, “‘I find there is a great deal in getting the 
men interested and enthused over their work. The satisfaction of 
doing things, and seeing results, have worked wonders. When I 
was at the Westinghouse works in East Pittsburgh a year ago, I 
noticed this spirit. Every man I met was enthusiastic over the suc- 
cess of Westinghouse railway motors and HL control. When you 
get everybody working that way the rest is easy.”’ 


Westinghouse HL control and Commutating Pole Motors have 
excited the admiration of the world; ask any road using them. 


Westinghouse Commutating Pole Motor rush Holder 


Bearing ¢ B A 
Separate Oil Chamber. with Adjustable Tension. 
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Recent examination of a car upon 
IN MINOR which a great deal of thought had 
CAR PARTS — been expended in the line of weight 
reduction revealed a strange inattention to what might be 
termed the car hardware. The car body, trucks and oper- 
ating equipment were all the lightest of their kind, but 


. 


SAVING WEIGHT 


there were many minor metal fittings which appeared to 
have been selected at random. 
of which the air-brake pipe and motorman’s valve were _ 
attached to the dasher consisted of strap iron 2 in. wide x 
3g in. thick, with a bolt of proportional size: Yet for. se- 
curing the much larger controller, which was located di- 
rectly alongside, the car builder had been satisfied to use a 
The first 
piece was not only heavier than necessary but it was actu- 


Thus: the brace by means 


brace of metal only 1 in. wide x % in. thick. 
ally an encumbrance. To be sure, the saving in weight and 
money in examples of this kind is but a matter of ounces 
and cents, yet it is worth while since it can be attained so 
easily by the businesslike means of an inventory. In a 
properly classified list of car parts and their weights such 
discrepancies as those in the case mentioned would be read- 
ily detected and never repeated. 


Car cleaning was one of the first 
SCIENTIFIC 


CAR CLEANING branches of electric railway main- 


tenance to be placed upon a piece- 
work basis, but it seems to have lagged behind in the appli- 
cation of machinery. Even at this day, the effective and 
speedy vacuum cleaner for interior work has not been so 
widely adopted as its merits justify, while “elbow grease” 
still is generally considered the best thing for outside work. 
However, it is gratifying to point out two interesting ex- 
ceptions in the case of exterior car cleaning. One is that 
of a far Western city and interurban property using wooden 
cars where each side of the car is washed from floor line 
to roof by slowly running the car past a revolving vertical 
brush. The other case is that of an Eastern railway using 
all-steel cars where a motor-operated hand brush is used 
to work up the cleansing emulsion. This: small brush 
operates so rapidly that the metal sides are. cleaned and 
polished in two-thirds the time and at about one-half the 
cost of straight manual labor. At the same time there is 
no doubt that either of these motor-driven brushes will 
always do more consistent work than human beings because 
they know no such condition as fatigue. These two ex- 
amples of widely different apparatus show’ that’ a good 
beginning has already been made in the field of car-cleaning 
machinery, and it is not too much to expect that eventually 
such equipment will be elaborated to include small motor- 
operated buffing tools for car metal trimmings and squeegees 


for window cleaning. # 


In studying the engineering prac- 
tices of an electric railway . one 
often meets the discouraging con- 
dition that nobody in a department can explain the origin 
of or the cause for certain methods which vary unaccount- 


THE LOG OF A 
DEPARTMENT 


ably from the usual standards. elsewhere;. or, if.a drawing 


it PRS 


r130 


r copy of an instruction bulletin is desired not more than 
two or three persons in the department know where to seek 
it. Such conditions may seem inevitable in any place with 
changing personnel, yet it should be just as easy to follow 
the history of a department as it is to follow a ship’s doings 
from its log and to find a drawing as to find a book in the 
largest public library. This accessibility of past records 
actually has been obtained in a car equipment department 
which employs hundreds of men and files many thousands 
It is done by sending to 
all interested persons serially numbered mimeographed 


of drawings and record cards. 


bulletins through which the superintendent of equipment 
summarizes the proceedings of all important conferences, 
presents the reasons and suggestions made for changes in 
practice, gives the costs and other results obtained from the 
trial of other innovations, distributes an explanatory com- 
parison of the mileage and other charges per item at each 
maintenance center, etc.. As a result there are always 
available for reference several complete files which con- 
stitute an excellent log of the department. Through this 
means even a stranger can readily acquaint. himself with 
the origin, development and solution of any specific prob- 
tem. It is hardly necessary to add that where information 
of the character cited can be found so easily the arrange- 
ment of the drawings and record cards is readily grasped. 


SAN FRANCISCGO’s The report of Mr. Arnold on San 
PROPOSED Francisco, an abstract of which is 
POLICY published elsewhere in this issue, 
states some general principles affecting the city and com- 
pany concerned which are of the highest importance: The 
rigid requirements of the present-charter of the city regard- 
ing new franchises, the public ‘ownership policy upon which 
the municipality has engaged and the naturally strong 
reluctance of the existing operating company to build’ exten- 
sions under such conditions—all have combined to create an 
unsatisfactory situation. An opportunity for relief arises 
in the proposed amendments to the city charter, upon which 
a vote is to be taken on Dec. 10. Mr. Arnold, D. F. Wilcox, 
chief of the franchise bureau of the New York Public 
Service Commission for the First District, and E. A. 
Walcott, president of the Civil Service Commission of San 
Francisco, were able to agree substantially upon the general 
terms of franchises which should be included in the city 
charter. Details on questions that were settled rigidly by 
the existing charter, and that therefore rendered the fran- 
chise policy of the city inoperative because no one would 
undertake any investment regulated by its limitations, are 
left, under the proposed amendments, for later ordinances 
of the Board of Supervisors. The expressed intent of the 
amendments is to enable the city to acquire the property 
ultimately and also to protect existing and future investment 
by means of a re-settlement of present franchise relations 
designed to encourage expansion on equitable terms. One 
definite purpose of the proposed amendments is the gradual 
retirement of capital obligations, but, as the provisions 
explain, at such a rate as shall not interfere -with a fair 
return or imperil the investment. In connection with the 
points thus outlined the report emphasizes the fact that the 
Separate interests of the company, the employees and the 
city must be kept in mind in reaching a just arrangement. 


ee 
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DIVISION’ OF PLATFORM SERVICE ON PREPAYMENT 
CARS 


One of the striking developments of prepayment car 
operation is the change in the relative importance of the 
motorman and the conductor. In the old method of opera- 
tion the motorman did not exercise direct control over the 
movements of passengers but simply responded to the sig- 
nals which were given by the conductor or by intending 
passengers. On the other hand, the conductor had the 
difficult task of collecting fares inside the car while at the 
same time he was expected to prevent boarding and alight- 
ing accidents at the rear platform. A survey of the duties 
performed on a well-equipped two-man prepayment car by 
each class of platform employee may therefore be of value 
at this time with the view of determining what changes 
could profitably be made to secure the greatest benefits of 
prepayment operation. 

As most prepayment cars have a thoroughly modern oper- 
ating equipment, the motorman must usually take care ofa 
controller, air brake, hand brake, alarm gong and sander, 
with the possible addition of air-operated fenders or scrap- 


ers. Many cars are also furnished with vestibule mirrors, 


so that when making a stop the motorman is expected to 


watch both the track ahead and the alighting passenger 
behind. However, the really important new duty of the 
motorman is the opening and closing of the exit door and 
step—an operation which is performed, either by hand or 
foot, many times a day: It is apparent from observation 
that some motormen do not encourage passengers to use the 
front exit, sometimes because it may distract them from 
other duties but chiefly because they wish to avoid physical 
exertion. It may be said with truth that a motorman who 
does all that is required of him in making a stop in a busy 
street presents a good parallel to the old-time itinerant 
musician who could play a bass drum, triangle, cymbals and 
mouth harmonica at the same time. This comparison sug- 
gests the possibility of so interconnecting the motorman’s 
apparatus that one initial movement by him will result in an 
automatic sequence of starting or stopping operations 
Thus, in making a start, the front exit door and step would 
close and the brakeshoes would release in accordance with 
certain controller positions. Similarly, in making a stop, it 
might be desirable to have the air brake, sander and the 
door and step operate automatically in the proper order as 
the controller is brought to the off position. It will, indeed, 
be remarkable if some interlocking schemes like these are 
not developed in view of the increasing number of motor- 
man’s appurtenances on modern city cars. 

While the duties and responsibilities of the motorman 
have been greatly enlarged, those of the conductor have 
been greatly reduced. It is no longer necessary to select 
for a conductor a man who can jostle his way through a 
crowded car, because fare is collected at a fixed post. The 
position of the conductor readily enables him to control the 
rear platform doors and steps, and in some cases (as in 
center-entrance cars) this control involves no manual labor 
on his part. Thus the question of physique in a conduct 
becomes one of little importance with the possible excep 
of service on lines which are frequented by rowdies. 
is ‘still more important, however, is that by mean 
numerous improvements in registering ‘cash boxes 2 
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fare-recording devices the mental effort of the conductor 
can be confined merely to the calling out of streets, the 
issuance of transfers and the making of change. He is not 
even required to give any stop signals since that function 
is performed by the passenger himself. 

It is clear from the foregoing review that the tendency 
of prepayment car operation to date is to demand a higher 
grade of strength and mentality for the motorman, unless 
the additional duties are performed automatically as sug- 
gested, but to permit a lower grade of physique and intelli- 
gence for the conductor since the work of the latter has been 
‘reduced practically to that of a cashier. As was pointed out 
in discussing the one-man car in these columns, the con- 
ductor can even be eliminated entirely under operating con- 
ditions where long headways are the rule. 


TROLLEY LIGHT FREIGHT SERVICE FOR CITIES 


An illuminating report on the close relation which exists 
in the cost of living in a large city and the operation there 
of a trolley light freight service has recently been prepared 
under the direction of Mayor Blankenburg of Philadelphia 
by Professor King of the Wharton School of Finance and 
Commerce, University of Pennsylvania. The present re- 
form administration in Philadelphia is to be commended 
upon its seeming endeavor to utilize the public utility com- 
panies for the benefit of the community instead of attacking 
these corporations, and if it can succeed in shortening the 
route between the purchaser of farm products and the con- 
sumer and thus reduce the cost of food in Philadelphia, it 
will accomplish a great service. 

The investigation by Professor King has shown that, as 
in practically every other city, all farm products have to 
pay toll to four interests during their passage from the 
farm to the home of the citizen. The charges paid are 
those for transportation and the profits made by the jobber, 
the wholesaler and the retailer. In most cases the trans- 
portation charge is by far the smallest of these four, 
and Professor King believes the last three are largely 


, unnecessary and that even the transportation charge can 


be greatly reduced by the establishment of an efficient 
electric freight service. 

The fact is that the present method of,,retailing farm 
produce in most large cities is an inheritance from the days 
when all of it had to be transported into cities in carload 
lots to a few freight stations in large steam train units, with 
consequent delays in transit and delivery and with the over- 
head expenses unavoidable with shipments in large quanti- 
ties. The trolley line, with its short trains, its frequent 
service and its ability to deliver freight directly to the 
retailer or to the consumer through many small freight 
terminals in different parts of the city, renders the old 
system of jobber and wholesaler obsolete. Considerable at- 
tention has been directed recently to the success of public 
markets, as at Des Moines and Indianapolis, in shortening 
the route between the producer and the consumer, but we 
believe that if there was a stronger realization of the 
fundamental part played by the interurban line in this 
matter of distribution, the interurban express and freight 

car would be welcomed in more large cities. 
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FUNERAL CAR SERVICE 


People as a whole are very conservative in the customs 
which they follow in disposing of their dead, and for this 
reason many companies have felt unwilling to install an 
electric funeral service. They have thought that the plan 
presented so much of a novelty that people would be 
deterred from using the service. This idea, however, has 
not been borne out in practice, as funeral cars have gradu- 
ally been introduced in a number of cities and seem to be 
well liked, and other cities are installing them. They 
possess many advantages over the customary methods. 
Principal among these, of course, is the saving in cost, 
which is an:important matter when the expense comes, as 
it very often does, at the time a family can least afford it. 
Again, the funeral car provides a means of taking the 
family and the other mourners to the cemetery with prac- 
tically as little fatigue and exposure to the weather as if 
individual carriages were used, and there is no loss of that 
solemnity and dignity which are in keeping with the time- 
hallowed desire to make the last tribute a fitting expression 
of respect and esteem. The increase in the use of funeral 
cars is shown by descriptions published elsewhere in this 
issue of two cars recently equipped for this purpose, one in 
Philadelphia and one in Milwaukee. 

From the company’s standpoint, the theoretical objection 
to giving funeral car service is that the funeral car may 
block traffic and interfere with the normal operation of 
regular cars; but in the cities where the funeral cars are 


_ operated it has been found that this objection is not a 


serious one. In practice, the usual method'is to have the 
funeral car’at a prearranged hour ata point on the car line 
most conveniently reached from the residence or church, 
and it is, of course, important that both the car and the 
funeral party shall be punctual in arriving at the designated 
point. This is-usually accomplished by having a supervisor 
or other representative of the transportation department 
keep in touch with the undertaker while the services are 
being held. It is then usually possible to bring the car up 
from some siding or lay-over track at just the right time to 
meet the funeral procession. If for any reason the funeral 
party is delayed and the headway of regular cars on the 
line will not permit the holding of the funeral car at the 
designated point, the car is run to the first cross-over or 
loop and brought back to the designated point without in- 
conveniencing the party. In general, this matter is easily 
regulated by co-operation between the representative of the 
transportation department and the undertaker. 

The car is equally well adapted to be used for private 
funerals and for public or semi-public funerals conducted 
by fraternai, religious or other organizations. When de- 
sired, additional special cars may be chartered to accom- 
pany the funeral car. The contrast between: the clean, 
comfortable, speedy funeral car and the livery coach ordi- 
narily used for funeral purposes is at once apparent, and 
there appears to be no good reason why this more modern 
method of transporting funeral parties should not come 
into general use. Finally, the usual charge for:the funeral 
car to and from the cemetery ranges from $15 to $40, com- 
pared with charges of $50 to $100. for the same service if 


performed with hearse and: coaches. This» saving in ex- 


ek ll 
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pense is well worth consideration in view of the fact that 
many poor families burden themselves for years by the 
expense of elaborate carriage funerals. 


CONTINUITY OF POWER SERVICE 


The gtowth of big power transmission systems brings in- 
creasing importance to continuity of service. Failure of 
power supply is and always has been irritating, 


earlier days when each source of power served but a small 


yet in 


community a single failure was extremely limited in its 
capacity for inconvenience. Now it sometimes happens 
that the failure of a transmission line may produce ex- 
Such was the 
case in the recent failure of power which involved the 
street railway systems of Albany and several other cities 
and the discussion of which before the Public Service Com- 
mission was abstracted in our last week’s issue. When half 
a dozen cities depend on transmitted energy for electric 
power, light and traction, extreme caution should be exer- 
cised in providing remedies against failure of service and 
particularly such failure as causes a considerable delay be- 
fore service can be resumed. Here one is brought face to 
face with the whole question of constructional precautions 
against interruption and auxiliary plants for emergency 
service. 


tremely unpleasant and widespread results. 


These two things involve radically different considera- 
tions. The first has to do with the nature of the line con- 
struction and more especially with the design of the supply 
system. In these days it is perfectly possible to build a 
transmission line which shall be mechanically sound to a 
degree which renders failure of the structure an exceed- 
ingly improbable contingency. The weakest spot in trans- 
mission line practice is usually, as happens in the case be- 
fore us, the insulation. Laying aside those curious and 
casual happenings which sometimes break down a system, 
such as large birds flying into the wires or small branches 
blown from distant trees across them, it is to the insulators 
themselves that attention should be chiefly directed. There 
is no way of telling at a glance whether an insulator is 
liable to break down, and the only adequate precautions that 
can be taken are thorough inspection, particularly night in- 
spection which discloses leaks invisible by day, and the 
use of exceptionally large factors of safety. These latter 
can be had, thanks particularly to the invention of the sus- 
pension insulator. On an important line a factor of safety 
of three in the insulator is none too much when account is 
taken of the contingencies which may arise in the course of 
ordinary practice. Just how much further it would pay to 
carry the factor of safety in the insulation it is hard to say, 
since beyond about this point one ceases to take chances 
with ordinary contingencies and begins to balance the prob- 
abilities against the rare and unusual. For instance, it is 
by no means certain that any practicable factor of safety 
will prevent the possibility of a line being put out of action 
by a direct lightning stroke, against ie there is no cer- 
tain defence. 

The next question which arises as to suitable precautions 
isthe installation of duplicate lines, assuming each line to 
be” adequately insulated for ordinary “conditions. Many 
lines’ are’ constructed with two independent circuits, one 


circuits.on a single supporting structure give a greater: de- 
gree of security than one circuit but cost considerably 
more, the additional expense lying in insulators and their 
support and in stringing the wire, assuming the cross- 
section of the two circuits to be substantially that of the 
single circuit which it would replace. This implies that 
both circuits should be in use all the time. There is lit- 
tle object in supplying duplicate circuits of larger capacity 
than this, for the simple reason that the additional loss of 
energy in case one circuit is temporarily out of action is 


[ Vor. XL,: No. 22 
carried on each side of the pole or tower employed. Two 
; 
: 


usually a very small matter, since the size of the wires in : 
any transmission system is determined by the’ economical 
loss, always rather small. With twin circuits well sepa~ 
rated on the supporting structures it is possible to repair 
one while the other is in service by observing proper pre- 
cautions, and if a company does not lower the factor of 
safety in the insulation by trying to build the duplicate 
lines too cheaply, there is very material gain in security. 
This is particularly so when there are provisions for sec- 
tionalizing the line at intervals of a few miles so that a 
damaged section of one line may be cut out for repairs and 
Even if a fault 
should occur on the remaining line a section of it can 
readily be cut out; and even if the same section on both 
lines were temporarily crippled, it still is just as easy to 
get one of the pair in operation as it would be to get a 
single circuit repaired. There is, then, a large measure of 
security to be gained by duplicating the lines, even though 

it is conceivable that the same accident, or series of acci- 
dents, might cripple both circuits temporarily. The time 
taken for repairs depends on other considerations, espe- 
cially the thoroughness with which the line is sectionalized 
and the completeness of the inspection system. With a 
proper telephone system and way stations, so to speak, at 
which an outlook is kept up, it ought to be a matter of only 

a few minutes to cut out a damaged section of line and to 
restore communication over the main system. Minutes 
are precious when the traction systems of several cities 
are involved, and suitable section stations and carefully 
worked-out routine for dealing with possible breaks will 
save them. 


temporary ‘connections made around it. 


Still better is some modification of the ring system, in 
which all important points get their power from two en- 
tirely independent lines forming a closed loop. This does 
not permit of holding the major part of both lines in’ 
operation by cross holds, but on*the whole adds to the | 
security by greatly decreasing the chance for both circuits 
being simultaneous!y involved in failure by the sume, 
cause. In either case the key to continuous service 18a 
thorough line inspection and prompt means in getting ¥ 
emergency calls from one part of the system to another. 
Wherever practicable the ordinary telephone service 


ruptions. © 
The other horn of the dilemma, the emerge 
tion, is important as a Jastacents, 3 


ze 


o™ wre. 
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emergency station adequate to deal with a large fraction 
of the main load can be put promptly into service. The 
record of two hours’ time to meet a totally unexpected call 
of 12,000 kw in the case to which we have referred indi- 
cates a pfetty creditable piece of hustling. No method 
has yet been devised for handling with any reasonable de- 
gree of economy a sudden call for very much power. In- 
ternal combustion engines form probably the reserve most 
easily. called into action. A big steam station ready for 
action is a remedy too drastic to be ordinarily employed. 
On the whole, the best chance for security would seem to 
lie in a well-organized network, with its most important 
links in duplicate, plus eternal vigilance in keeping the 
lines in order, although a certain amount of steam or gas 
engine reserve at suitable points may often be helpful. 


VALUATION BY THE NATIONAL AND THE STATE 
GOVERNMENTS 


The report of the committee on railroad taxes and plans 
for ascertaining fair valuation of railroad property, pre- 
sented before the National Association of Railway Com- 
missioners and published in abstract in the issue of Nov. 
23, is a valuable summary of the work of state commissions 
that have made appraisals of the steam railways operating 
within state borders. It is also an evidence that the mem- 
bers of this committee, if not of the entire association, 
believe that national appraisal is to follow the localized 
valuations made by state commissions. As the committee 
report shows so plainly the existence of gravely incon- 
sistent practices in valuation among the states, it is clear 
that the questions which will be involved in federal railway 
valuation, if such is undertaken, must go to the national 
government with no uniformity of precedents and there- 
fore with the problems at issue almost as far from equitable 
settlement as at any time in the past. 

If the Interstate Commerce Commission should be em- 
powered to make the valuations of the carriers and its 
desire for supreme control of rates should also be granted, 
the inconsistent features of present valuations would prob- 
ably disappear as all conflicting theories were merged, and 
one rate-making policy would supplant the antagonistic 
claims of competing states. Such an extension of power 
would also, it seems to us, mean a character of valuation 
and regulation by the national commission that would neces- 
sarily be exercised with some regard to outstanding securi- 
ties. The valuation of a trunk line by one of the dozen 
states through which it passes does not establish facts that 
are controlling with respect to the worth of outstanding 
In the other eleven states the difficulties of con- 
struction and the amount and value of terminal property 
may, and very likely will, change radically the unit prices 
fixed by the appraisal in one state. 

In the view of a state commission the interests of its 
security-holding citizens in through lines of railroad com- 
panies are not a tangible consideration in a rate-making 
case. and are certainly held second to the interests of the 
" rate-affected public. A paternal. commission exercising 
"national jurisdiction over the entire property. would not be 
n indful of the greater sepponsiupity tg ‘it held and, 
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road Securities Commission appointed by President Taft, it 
would move with some caution in the disturbance of rail- 
way values, securities and credit. Certainly if the com- 
mission is to exercise supreme power over rates it cannot 
avoid a share of responsibility for the maintenance of rail- 
way credit on a basis permitting life and growth. 

The national commission, acting as between the states, 
would also have to decide on the fair apportionment of 
terminal costs so that the mileage located in states where 
no expensive terminals existed should bear its proper share 
of the outlay due to these necessary elements of the whole 
plant. A determination on this point affects the net 
revenues available for interest and dividends and thus the 
amount which the regulative commissions jhaving broad 
powers over intrastate affairs watch closely. 

The concern of electric railways in these matters of 
public policy, although seemingly indirect, is really vital. 
This is, first, because some of the companies are actually 
engaged in interstate commerce, and they are therefore 
subject under the interpretation of the commission to the 
act which gives it power, and, second, because that policy 
which becomes part of the accepted national procedure is 
likely. to be adopted in the states, although in this case 
a number of the states have moved already to adopt the 
principle of valuation. Some of the state commissions. with 
broadest powers, however, have moved very slowly in the 
exercise of the authority which the law 
erously. The New York Public Service Commission of the 


gave them gen- 


Second District, for instance, “has made no physical valua- 
tion of railroad property.” In contradistinction to this 
statement from Chairman Stevens of that commission is the 
report made to the committee of the National Association of 
Railway Commissioners by Commissioner Maltbie of the 
New York Public Service Commission, First District. The 
later commission has “valued properties worth from $250,- 
000,000 to $300,000,000.” These two commissions operate 
under the same law and, while the conditions of bankruptcy 
of companies which inspired part of the valuations in 
Greater New York did not exist in that part of the State 
that was under the jurisdiction of the Second District com- 
mission, the discrepancy in policies is noteworthy. 

The widespread resort to valuation and the present ques- 
tion concerning the power of the State to disregard contract 
stipulations regarding the rate of fare of urban electric 


‘railways make the subject of appraisal one of pressing im- 


portance to all companies. The position of the ordinary 
electric railway company, however, is a little different from 
that of the established steam railway. Chief Statistician W. 
J. Meyers of the Interstate Commerce Commission perhaps 
unconsciously brings out a point that affects these companies 
particularly when in his letter to the committee he says that 
the actual amount invested by the company from its own 
funds is the material consideration and that the state of the 
arts at the time of investment of capital is a controlling con- 
sideration with regard to the prudence with which funds 
are invested. “The costly experiences of urban electric _tail- 
ways with different types of motive power pending develop- 
ment of the existing systems differentiate their case, in.de- 
gree at least, from that of the steam! railways,- although 
properties of the latter class now ‘facé 2. similar’ isstte ‘in 
connection with electrification, °°) ‘ih ) to Seem 
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Brooklyn Car Equipment Lubrication 


Methods of Handling and Applying Lubricants in Altered Equipment Which Have Produced Great Economies in the 
Cost of Lubrication on Both the Surface and Elevated Lines of the Brooklyn Rapid Transit System 


An account of car lubrication practice on the Brooklyn 
Rapid Transit System since the year 1905 should offer 
much material for profitable study because during this 
period, of seven years the company has enjoyed a steady 
decrease in the unit cost of lubrication coincident with a 
gradual increase in the reliability of harder-worked car 
equipment. Assuming that proper oils and packings are 
used, true economy in lubrication cost is attainable, first, 
by betterments in the lubricating means and friction-bear- 
ing parts of the running gear; second, by improvements in 
the outfits for storing and reclaiming oil and waste. The 
latter course may be easily carried out and will bring good 
results without the slightest danger of damaging mistakes ; 
the former course, however, implies a great deal of ex- 
periment before the engineer can be certain that the changes 
in construction will not promote those mechanical.and elec- 
trical failures, such as hot journals and fallen armatures, 
which result from unsuccessful alterations. For this rea- 
son, particular interest attaches to the departures made 
from the original lubricant reservoirs and channels of the 
. different motors as well as to innovations in the design and 
composition of brasses, in the adoption of tin-base wearing 
metal, in the substitution of keys for dowel pins in West- 
inghouse No. 81 motors, etc. The present article will deal 
with the lubrication changes and those relating directly to 
storing and distributing the lubricant in the motors, while 
the other alterations are treated in separate articles. 
LUBRICATION COSTS 
‘Since 1904 the lubrication of the rolling stock of the 
Brooklyn Rapid Transit System has been carried out in 
accordance with the well-known mileage contract practice 
of the Galena Signal Oil Company. The mechanical expert 
of the oil company spends a large part of his time in 
analyzing all cost and defect reports which relate to lubrica- 
tion, in inspecting the oil-storage and oil-applying methods 
at the several maintenance centers, in tracing the causes of 


graphs amply demonstrate the success of this co-operation 
between manufacturer and consumer, 

The cost of lubrication per 1000 car miles in the case of 
the elevated equipment was lowered from 62 cents per 
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B. R. T. Lubrication—Cost per tooo Car Miles ‘a 


1000 miles in August, 1905, to the remarkably low figure of 
11.5 cents in August, 1912. In like manner the cost for 
December has been reduced from 36 cents in 1905 to 12.5 
cents in 1911. The cost of lubrication on the surface cars 
per 1000 miles was 45.5 
cents in December, 1905, 
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August, 1912, 18.8 cents. 
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R. T. Lubrication—Hot Armature Bearings for Nine Months of 1912 and for Year of 1910 Comple 


unusual conditions and in conferring with the staff of the 
mechanical department to work out better methods and 
changes in lubricating apparatus. Furthermore, in accord- 
ance with the policy of the superintendent of equipment 
not the slightest change in lubrication practice is permitted 
until the expert has been consulted as to its advisabilit 

The cost and defect figures quoted in the following dep 
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remakable feature in connection with these reductions in _ 
lubricating cost is that the defects actually decreased during 
the Same period although no cars were purchased sates 
rolling stock which was available had to cope with an ever- 
increasing mileage. vba 
The combination of these two sets of facts is mn 
the following table, which is an amplification of that p 
Ribera 
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lished on page 1268 of the ELectric RatLway JourNAL for 
Dec, 23, 1911: 


TABLE SHOWING INCREASED MILEAGE PER Day PER UNIT oF EQUIPMENT 
OF THE Brooklyn Raptp Transit System, MarcH 
(TypicaL WintER MontH) 


SURFACE DIVISION ELEVATED DIVISION 


Average Average 
Sars Car Miles Cars Car Miles 

Year, Available. Mileage. per Car. Available. Mileage: per Car. 
1908.... 1624 3,561,662 70.7 927 2,395,394 83.4 
1909.... 1624 3,672,469 72.9 928 2,567,190 89.2 
1910.. 1624 3,909,178 77.6 928 2,760,125 95.9 
910. 1644" 4,082,414 80.1 928 2,706,202 94.1 
1912.... 1644* 4,194,755 85.0 928 2,766,369 99.4 

Aueust (TypicaL SuMMER MontTH) 

1908.... 1953 3,901,334 64.4 927 2,860,222 99.2 
TO09 Set OSS 4,115,610 68.0 928 3,344,060 116.2 
910%". 1953 4,207,354 69.5 928 3,163,218 110.0 
WSs A965" 4,451,035 73.1 928 3,183,090 110.6 
1912345, 1965" 4,474,271 75.9 928 3,379,956 121.4 


*Additional cars secured through reconstruction of obsolete equipment. 


During the same years as given in the foregoing table, 
the defects (i. e., hot armature, motor axle and truck jour- 
nal bearings) which could be ascribed to faulty lubrication, 
poor bearings, etc., decreased from 0.019 per 1000 miles in 
March, 1908, to 0.016 in March, 1912, and from 06.016 per 
1000 miles in August, 1908, to 0.015 in August, 1912. A 
most significant example is offered by the two sets of 
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short fibers. It is then soaked for twenty-four hours and 
allowed to drain for another twenty-four hours before re- 
using. This old waste is returned only to journal boxes. 
A separate compartment of the pressure tank is used for 
reclaiming the waste from motor axle housings, Armature 
housings are packed with new waste exclusively, after this 
waste has been soaked for twenty-four hours and drained 
for a like period. Felt feeders receive the same periods 
of soaking and draining as waste, but after they have been 
taken out at the end of an overhauling period they are never 
used a second time. It will be noted from the cut pre- 
viously mentioned that the settling tanks are provided with 
steam piping to maintain the proper temperatures in winter. 

The Thirty-ninth Street shops, where air-brake main- 
tenance is concentrated, contain an outfit for the reclama- 
tion of compressor oil. As described and illustrated on 
page 587 of 'the ELrecrric Rattway Journat for April 1, 
1911, this installation comprises a four-chamber tank which 
is steam-heated to 100 deg. Fahr., cheese-cloth strainers 
between the compartments and faucets for drawing off 
clear oil and sediment respectively. 

To supplement the oil standardization chart hereinafter 
reproduced the following instructions were issued by the 
superintendent of equipment under date of Aug. 23, 1911, 


B. R. T. Lubrication—Air Press for Reclaiming Oil from Pulled Waste, Steam-Heated Settling and Refining Tanks, 
etc., at East New York 


accompanying curves which show that the number of hot 
armature bearings was reduced from twenty-one in Septem- 
ber, 1910, to two in September, 1912. 
_ STORAGE AND RECLAMATION OF OIL AND WASTE 

All maintenance centers are furnished with metal tanks 
of approved design which have compartments for storing 
new and re-used oil and waste, for draining waste, filtering 
oil, pressing oil from old waste, etc. A description of one 
installation of this kind will serve to show the company’s 
general practices in this respect. At the East New York 
elevated shops, for example, the packing which is pulled 
out of all boxes is subjected to the pressure of an old air- 
brake cylinder and piston as illustrated. The waste thus 
squeezed dry is next teased or combed out. to remove all 


to insure uniform lubrication methods at all surface shops. 

“Packing journal boxes and motors: The waste should 
be loosened up and submerged in a soaking tank for forty- 
eight hours, or as near that as possible. Then drain or 
press off the surplus oil, allowing sufficient to remain to 
equal approximately four pints of oil per pound of dry 
waste, when the packing will be ready for use. To obtain 
proper saturation and draining, it is absolutely necessary 
that a temperature of not less than 70 deg. be maintained 
in the oil room at all times. After preparation, if the waste 
is gently squeezed in the hand and does not show oil, it is 
proof that it has been pressed too hard or drained too long 
and should not be used but returned to the tank for resatu- 
ration. — 


(142 

“Aji armature and motor axle bearings, as well as felt 
feeders in Westinghouse No. 68 and No. 81 motors, are to 
be replaced with new ones on overhauling. None of the 
old ones removed is to be used again; they should be sent to 
the Fifty-second Street shop, the felt to be removed from 
feeder brasses at maintenance shops. 
“Tn lubricating Westinghouse No. 68 and No. 81, or other 
motors equipped with babbitted oil cups, enough oil is to be 
added to fill cups to within % in. of the top. In removable 
type cups on General Electric No. 57 or other type motors, 
add enough oil to make cup half full. 

“Brake rigging is to be lubricated on inspection. 

“All shops will burn their oily waste in heating plant 
boilers during winter months when boilers are in operation. 
At all other times they will send the waste away in cans 
on the. rubbish-collection car, to be burned at the incin- 
stator plant, ‘Under no circumstances is waste to be burned 
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Bk T. ‘Lubrication—Split- Felt Feed for’50-L Motor 
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| IMPROVEMENTS IN. THE LUBRICATION OF ELEVATED MOTORS , 
The, motor -équipment of the elevated divisions of the 
rooklyn Rapid. Eransit System is:made up chiefly of eighty” 
Vestinghouse 50-B, 170 type 50-E, 876 type 50-L and 202 
type 300. ‘The first three types are of 160 hp each and the 
last of 200 hp capacity. It will be seen from the foregoing 
that the 5o-L motor comprises about two-thirds of the active 
passenger equipment. For this reason, the improved lubri- 
cation of this motor as hereinafter described has been one 
of the most important influences i in the reduction of the cost 
of lubrication on the elevated’ lines from 27 cents in No- 
vember, 1907, to 11 cents per 1000 car miles in June, 1912. 
he 50-B and so-E motors, which are substantially alike, 
have also had their oiling system improved. The No. 300 


B. R. 'T. Lubrication—Old Ribbed ; and New Ribless Armature Bearing of No. 81 Mote Chaitirea Holes of No. 81 


Motor, Commutator and Pinion End Bearings; Armature Bearings of the 50-B (and 50-E) Motor and of the soley : 
Motor, Respectively 


commutating pole motor, however, has remained unaltered 
because it has given satistactory service and low lubricating 
costs, ever since its installation. 

ca In, September, 1910, after a study extending over two 
“years, the mechanical | department’ undertook a complete 
change in the lubrication of the No. 50-L motor. This 
design had given much trouble from hot: armature bearings 
owing to lack of oil at the pinion end bearing, a condition 
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‘ which was due to the extreme length of 3 ‘in. from the 


opening for the waste in the bearing to the pinion end of 
the bearing. Different types of oil-ways had been pre- 
viously tried but without success. The first change was to 
drill a 1-in. hole in the underside of the bearing with its 
center 1 in. from the end of the bearing. Then, as shown 
in one of the accompanying views, a piece of I-in. x 4-in. 
round felt was placed in this hole, and the bottom of the 


Perforated Sheet! 
Steel Plate 


Bleetrie Ry. Jowrnatl 
B. R. T. Lubrication—Oil Hole Drilled in Housing of 
Westinghouse 50-L’ Motor 


felt was immersed in the drip oil which collects in a re- 
eeptacle in the bottom of the housing. By capillary attrac- 
tion, this felt feeds the oil over again to the end of the 
bearing, thus keeping it properly lubricated. The: pinion 
end bearing was also shortened %4 in, and a felt washer 
¥ in. thick x < 1% in. wide was installed between the’ bear- 
ing and the inside end of the housing to prevent gear grease 
from getting into the bearing and clogging the oil passage. 
This change as shown in the same illustrations has prac- 


tically eliminated trouble from hot bearings. AD 
change was in the location of the drip hole. The old 
hole in the back end of the housing was about 1% in. 
the bottom, This hole was plugged and replaced | 
of the same size but drilled I in. hi 
depth of oil in the waste oil receptacle. 
In the original design of the 
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lower part of thé housing. Consequently, all the oiler could 
do was to pour the lubricant on top of the waste. As the 
motor was usually warm at the time, the oil would pass 
through the waste to the armature shaft and out between 
the shaft and the bearings to the gear case or to atmos- 
phere. To eliminate this trouble, a I-in. hole, as indicated 
in the accompanying drawing; was drilled in the blank side 
(or side opposite the waste) of the housing, thus affording 
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B. R. T. Lubrication—Grease Hole Cover for Westinghouse 
81 Gear Case 


a gage for measuring the depth of oil at all times and a 
well for holding additional oil as needed. . The oil runs 
down the blank side of the housing to a partition which 
contains a hole through which the waste can draw the oil. 

The changes in the 50-B and s50-E motors were not so 
radical as in the 50-L, but they were equally effective. 
Unlike the 50-L, these motors are felt-lubricated. In the 
original design, a single piece of felt, 1 in. thick x 6% in. 
long x 5 in. wide, extended from the oil well to the 
armature bearing. It was 
thought the oil would pass to 
the bearing by capillary at- 
traction, but it was found 
that the oil supply was inter- 
rupted by the spring pressure 
of the nine-pronged fork which 
held the felt in place. The re- 
nioval of some of the prongs 
would have done little good so 
long as the pressure of the 
fork was exerted against the 
oil-carrying felt. Relief was 
finally obtained in the follow- 
ing manner: The felt was cut 
in half in a horizontal plane 
and the upper half slit length- 
wise up to within 2 in. of the 
armature bearing, except that 
*he base of the slit was cut to 
make a hole of 2-in. diameter to permit the insertion of the 
fork at the crotch made in the felt. As shown in one of the 
accompanying illustrations, the felt is now kept in place by 
having the prongs bear against the lower half only, while 
the slitted upper pieces, which are overlapped on the fork, 
are free to. carry the oil from the well to the bearing. The 
specially selected felt used for this purpose is furnished in 
‘strips 1 in. thick and 60 in. to 72 in. wide. 
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B. R. T. Lubrication—Felt 
Feed and Washer, 50-L 
Motor 


ELECTRIC. RAILWAY JOURNAL 


1143 


CHANGES IN THE LUBRICATION, OF SURFACE MOTORS 

During 1910 the Brooklyn Rapid Transit System began 
to install the integral or babbitted oil cup, described in the 
Erecrric RatLway JourNAL for Jan. 14 and: 28, sa pig Pato) 
replace the independent oil cups of the GE-57, GE-64, 
Westinghouse 68 and Westinghouse 81 motors, which had 
previously replaced the original grease lubrication. The 
independent oil cups were not entirely satisfactory as 
many of them were shaken out of the grease cavities on 
account of vibration, etc., while the use of a needle valve 


to control the feed sometimes failed to give lubrication 
The babbitted cups in the 


through the gumming of the oil. 


B. R. T. Lubrication—Air Hammer in Use to Chip Enlarged 
Hole for Babbitted Cups of No. 81 Motor 


axle and armature caps are furnished with oil feeder posts 
of the same design with a 5/16-in. feed hole, except that the 
armature posts have ninety-two strands while the axle 
feeder posts have 112 strands each. The oil feeder post 
is built in two parts so that the wicking can-be inserted 
horizontally before installation in the oil cup. Effectual 
protection from the entrance of dust ‘is provided by a 


B.R. T. Lubrication—Babbitted Oil Cup in Axle Cap Cast- 
‘ing, Cover for Same and Discarded Independent Cup of 
No. 81 Motor 


leather gasket and a malleable-iron spring cover and jam 
nut. An accompanying illustration of the axle cap casting 
of the Westinghouse 81 motor shows the babbitted cavity, 
which was originally 114 x 2 in. in size, and also a speci- 
men of the discarded oil cup. Another illustration shows 
the actual process of babbitting as carried out at the East 
New York shops. Two noteworthy features are shown in 
this picture—one is the special truck upon which the motor 
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half and bearings are mounted at a convenient height for 
the operator; the other is the babbitting mandrel, which is 
fitted with a brass plug, the complete device serving to 
center accurately the babbitting cup and oil hole. The 
enlarged hole for the babbitted cups is obtained by chipping 


BILL OF MATERIAL 


tee re? 


OF 
CES 


DESCRIPTION MATERIAL 


G 


Cast Steel 
Mall Iron 


| | 


Cap 
Cover 


i 
ts ei 
i sie 1 | Lateb « 
Hea: L. 1 | Pin for Cover Steel 
tule be 1__|_ Pin for Latch “ 
he 1: A 2 | Split Pin Ys Dia_| Copper i 
( ‘ ms 1 Washer Grain Black Leather 
' ! i Flat Hd. Rivets Copper 
oat , 4 Oval Hd, Rivets Steel 
7 1 Flat Spring “ 
1 Coil Spring _ “ | 


2 = 0. 


Fy 
|: 


L.of Axle—- 
—- 2 


Motor Case Chipped at this Point 


SC.L.of Azle _ 


Electric Ry.Journal 
B. R. T. Lubrication—No. 81 Motor Axle Cap, Capillary 
Type, Commutator End 


B. R. T. Lubrication—Mandrels and Babbitting Oil Cups on 
a Special Portable Support for Motor Shell 


out the motor shell with an air hammer as shown on 
page 1143. 

A number of additional improvements were made in the 
No. 81 motors following its transfer from the elevated to 
the surface lines. As 1820 motors of this design are in 
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use, it is the most widely employed type on the system. 
One change, as shown in an accompanying illustration of 
old and new designs, was to remove from the armature 
bearing a rib which had proved very troublesome because 
it pulled the felt feed away from the shaft. A second 
change was to chamfer the holes in the commutator and 
pinion end bearings at the top to aid the oil in going more 
directly to the bearing. The bottom holes at both the 
pinion and commutator ends were also enlarged so that the 
felt would not be caught. 

A further step in progress of increasing lubrication 
efficiency on motors originally designed for grease feed 
is shown in the axle cap drawings on page —. These axle 
caps have been designed to be, as nearly as possible, the 
same in principle as oil well housings on modern type 
motors. The sections show the arrangement for measuring 
the amount of oil in the cups. These caps are installed as 
it becomes necessary to replace those of the original de- 
signs and they will eventually be placed on all Westing- 
house No. 81 motors. On this basis, it will require some 
years for new caps to replace the babbitted cup type castings. 

SEALED GREASE HOLE COVER FOR GEAR CASES 

One of the latest improvements for increasing the effi- 
ciency of lubrication is the practical sealing of the gear 
cases of the GE-64, GE-80 and Westinghouse 68, 81, 93 
and 101 motors. The usual style of cover for the opening 
in the top half of gear cases is always liable to loosen, 
thereby causing much noise and eventually ruining the 
gears through the entrance of dust, oil and water. The first 
plan was to rivet a sheet-iron cover on all cases in place 
of the hinged cover. The objection to this was, however, 
that it would then be impossible to open the top cover for 
ready inspection. The solution is illustrated in the accom- 
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panying drawing. It will be seen that a pigce of strap iron 
was riveted to the gear case cover and that a hole was — 
tapped in the motor shell to take a 34-in. diameter cap 
screw. The interior of the case can therefore be readily 
inspected merely by the removal of the screwbolt. 
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LUBRICATION SCHEDULE AND SPECIAL PRACTICES 

On Sept. 1, 1911, after the numerous improvements in the 
several types of motors hereinbefore described had either 
been completed or were well under way, the superintendent 
of equipment issued a table which embraced a standard 
lubricating system presenting the mileage between oilings 
and the allowable quantities of lubricant for all parts of 
equipment on the surface division. As the result of nearly 
a year’s experience, the original schedule has been found 
satisfactory except for a few minor changes which are 
embodied in the later schedule, herewith reproduced, which 
was issued under date of Nov..1, 1912. This table deserves 
careful study because it is the first effort to define clearly 
what may safely be expected on a mileage basis from a 
great variety of electrical, air-brake and truck equipment 
after the lubrication methods have been modernized as much 
as possible. The prime object in issuing this schedule was 
to place all lubrication‘on.a regular inspection basis, instead 
of between inspections as was formerly the case, and to 
eliminate night oiling as far as possible. The schedule 
shows that the interval between the lubrication of armature 
bearings ranges from 300 miles for Westinghouse 68 and 81 
and GE-57 motors to goo miles for GE-80 and Westing- 
house 101 motors, for motor axle bearings from 400 miles 
to goo miles; for truck journal bearings, 4000 miles to 
15,000 miles; for compressors, center, side and compression 
plates, trolley equipment and control from 400 to goo miles. 
The instructions which accompanied the first schedule have 
already been mentionéd. 

An extensive trial of “Emery” lubricators has been under 
way on the elevated division for many months. 
lubricant sticks have been installed in piping near the outlet 
from the train line reservoir on all ninety cars of one 
division, and the lubrication of triple valves, motormen’s 
valves and all other parts in the air-brake line depends 
entirely on this lubricant, which is blown from the sticks 
and through the piping. , 

The change from night to day oiling is working out very 
well indeed because one-third of the cars are obtained 
during the day, thus making it possible to do this work 
on a three-day basis. A large saving in oil was the imme- 
diate result because the men were no longer troubled by the 
heavy shadows of the arc lamps. At the same time the 
better application of the lubricants helped to cut down oiling 
trouble defects about 75 per cent. A significant feature of 
the oiling schedule is that the largest oil. measure supplied 
to the men now is of but 14-gill capacity, whereas 1-gill 
measures were formerly common. 


The old practice that there should be no backing of 


waste or lubrication of journal boxes between overhaulings 
of elevated equipment has been changed in order that all 
journal boxes may be packed every.10,000 miles irrespective 
of the type of motor equipment, as it was found unwise to 
use the same waste for more than 10,000 miles. If the 
lubrication had been carried out on the overhauling basis, 
there would have been an interval of 10,000 miles on the 
Westinghouse 50-E, B and L motor trucks, 30,000 miles on 
the Westinghouse 300 trucks and 50,000 miles on the trailer 
trucks. 

Convenient racks for markers, lamps, trolley rope, fuses 
and torpedoes situated in the car where the number can 
be easily checked by the conductor will do much toward 
keeping the proper supply on hand. The old tin tube used 
for holding flags makes it necessary for the conductor to 
pick them out to check the number of each kind contained 
in the tube. A rack providing a partition for each flag 
installed in the interior of each car is more convenient 
and less expensive. The best results are obtained when all 
the supplies for the car are stored in one location, for in- 
stance, on the sides of the baggage compartment. One 
look at the rack will then assure the conductor that he is 
properly equipped. 
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CENSUS REPORT ON POLES 


A preliminary statement showing the number of poles 
purchased by.the telephone and telegraph, steam and elec- 
tric railroad and electric light and power companies in 
the United States during 1911, 1910, 1909, 1908 and 1907 
was issued Nov. 30 by the Bureau of the Census, Depart- 
ment of Commerce and Labor. 
under the direction of William M. Steuart, chief statis- 
tician for manufactures, by Jasper E. Whelchel. The data 
were collected in co-operation with the Forest Service of 
the Department of Agriculture and form one of a series 
of annual reports regarding the lumber and timber 
industries. 

While the total purchases of poles in IQII were less 
than those for 1910 and 1909 by 452,674 and 320,720 re- 


spectively, they exceeded the totals for 1908 and 1907 by. 


168,866 and 134,752 respectively. The decrease in the 1911 
totals as compared with those for the preceding year was 


confined entirely to a falling off in purchases by telephone 
while a- 


and telegraph companies and steam railroads, 
substantial increase in purchases was made by-electric rail- 
roads and-electric light and power companies. The de- 
crease in I9II in purchases reported by the télephone and 
telegraph companies was not general, being confined in 
the main to states in which there was more than usual 
activity in the construction of telephone lines during 1910. 
Of the total reported purchased in 1911—namely, 3,418,- 
020—2,402,724, or 70.3 per cent, were made by the tele- 
phone and telegraph companies; 787,649, or 23 per cent, 


by the electric railroad, light and power companies, and 


227,647, or 6.7 per cent, by the steam railroads. — 

During the five-year period covered by the report the 
total purchases of poles were 17,559,876, of which cedar 
contributed 64.2 per cent, chestnut 17.8 per cent, oak 5.3 per 
cent, pine 4.5 per cent:and cypress 2.4 per cent. While 
these five varieties of wood have led in supplying pole 
material in each of the five years covered, having fur- 
nished 94.3 per cent of the total, the tendency which has 
been noted for several years to substitute less expensive 
woods for most of them continued during 1911. With a 


The report was prepared 


Eee 


decrease in the number of poles reported from all woods 


in I9II as compared with 1910 of only 11.7 per cent, the 
loss in cedar was 13.6 per cent, in oak 24.8 per cent, in 
pine 12.4 per cent and in cypress 3.3 per cent. A slight 
gain, however, was made by chestnut, of 2.4 per cent. 
Of the seven other woods separately shown in the sub- 
joined statement nearly all of the poles cut from red- 


wood, tamarack, osage orange and locust were reported 
In all, thirty-five different species — 


by telephone companies. 
of timber contributed to the total pole purchases in IQIT. . 

During 1911 656,504 poles were reported as having had 
some kind of preservative treatment. This number ex- 
ceeded the total’ for 1907 by 260,305, that for 1908 by 
312,116 and that for 1909 by 79,873, but was less than 
the number reported as having been treated in 1910 by 
168,169. The principal woods treated in 1911 were cedar, 
yellow pine and chestnut, while smaller though important 
percentages. are also shown for juniper, oak, Cypreee 
Douglas fir and Western pine. 

The following statement shows, by varieties: of ‘wood, 


the number of poles- yokes in each year from: 190% fF 


to 1911 inclusive: 


Kind of Wood. ~ 1911. 1910. 1909. 1908. 


Cedar. 5.4 annem 2,100,144 2,431,567 2,439,825 2,200,139 
Chestnut, Sivan 693,489 77,517 8,066 7 
Dale.” => sla disiele anne 199,590 265,290 236,842 
Pine-« .-.. tae 161,690 184,677 179,586 
Cypress: ‘dasa ne 72,995 5,459 77,677 
Juniper > «Sala 27,847 20,042 43,581 
Redwood | 26,887 30,421 23,145 
Douglas fir 24,833 56,732 ° 24,877 
Tamarack 25.588 oo 29,889 ° 

sage orange slOR. ey 9 

PHUCE 5 .". eee 10,166 - 22°02 } i493 
Locust. %:... ae 8,477 9,030 10,463 
All cther, <...aaaee 47,258 42) 845 31,875 ‘ 

Total - <.. js 3,418,020 © 3,870, 694 5738700. i 


1907. 
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Recent Funeral Cars 


Philadelphia and Milwaukee Have Been Added to the Cities Where an Electric Railway Funeral Service Is in 
Operation— The Cars in Each City Are Described 


The Philadelphia Rapid Transit Company has recently 
placed in commission a special funeral car, which may be 
chartered for transporting funeral parties to any of the 
many cemeteries reached by the company’s lines. The car 
is named “Hillside,” after one of the cemeteries in the sub- 
urbs of Philadelphia on the Glenside line. 

As shown on the accompanying plan, the funeral car 


the coffin is to be placed within the cabinet the hinged panel 
is swung downward to a horizontal position where the 
chains hold it at right angles to the side of the car. On the 
floor of the cabinet is a movable platform mounted on roll- 
ers which permit the coffin to be drawn out from the cab- 
inet on to the shelf formed by the lowered panel. The 
coffin is then placed on this platform, and the platform and 


Philadelphia Funeral Service—Funeral Car with Compartment for Coffin Open 


“Hillside” seats forty persons in the main compartment and 
six persons in the pallbearers’ compartment. A few addi- 
tional seats are provided by the use of campstools. . The 
coffin is carried in an inclosed cabinet or vault occupying a 
portion of the pallbearers’ compartment. The coffin is 


coffin are pushed back within the cabinet, without jar or 
friction. When the panel is raised into place the coffin is 
concealed from view. The panel is securely fastened by 
means’ of. two locks operated by handles on the outside. 
The top of the coffin cabinet is about 3 ft: above the floor 


Philadelphia Funeral Service—Funeral Car with Compartment for Coffin Closed 


placed in this vault from the outside by lowering a section 
of the panel in the side of the car which is hinged at the 
lower edge for this purpose. To the inside of the two up- 
per corners of the hinged panel are attached chains which 
pull against Pullman automatic equalizers such as are used 
for operating Pullman berths. This counterbalancing de- 
vice facilitdtes the raising and lowering of the panel and 
also serves to hold the panel in the open position. When 


in the pallbearers’ compartment and forms a suitable place 
for displaying floral emblems. 

For convenience in conveying the coffin from the resi- 
dence or church to the car a small rubber-tired collapsible 
truck is provided which makes it possible to move the 
coffin over the sidewalk or street with no inconvenience or 
undue effort on the part of the pallbearers. The truck is 
folded. into a small case and is carried on.the car, it being 
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also used at the ness Sil for transferring the coffin from 
the car to the grave. By the use of this truck it is entirely 
feasible to move the coffin a block or two in order to reach 


— nar 
UE 
Maint~ a 


er. = ON 
Compartment =r 


- ima) 
for Mourners [A 
) n Ms 
IRGRERE 
Electric Ry Taraat! 


Philadelphia Funeral Service—Plan of Car 


Seat 


[coin tor Cane inet for | 


Hinged Door }2-3 54 


the car line. This truck was supplied by the Baumgartner 
Manufacturing Company, Cleveland, Ohio. 

The car is appropriately finished and decorated. The ex- 
terior is in Brewster green, with lettering and stripping in 


Philadelphia Funeral Service—Collapsible Truck for Carry- 
ing Coffin 


gold. The interior is in mahogany, 
lighter green decorated in goldleaf. 
draped with heavy black velours. 
in black Spanish leather. 


with the ceiling in a 

The windows are 
The seats are finished 
All metal trimmings are oxidized. 
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equipment includes “mushroom” ventilators, Consolidated 
truss plank and panel electric heaters, H. B. life guards, 
Brill “winner” seats, Keystone trolley catcher, Nuttall trol- 
ley base, General Electric air-brake equipment, buzzer sys- 
tem for signaling motorman, Ohio Brass pneumatic sander, 
16-cp frosted lamps, collapsible seats for motorman and con- 
ductor, rolled-steel driving wheels and cast-iron pony 
wheels. The car body is mounted on Brill 39-E trucks and 
is equipped with two 60-hp motors. The car weighs com- 
plete about 39,000 Ib. It was built by The J. G. Brill Com- 
pany, Philadelphia. 


Philadelphia. Funeral Service—Collapsible Truck Folded 
and Case for Carrying It 


MILWAUKEE'S FUNERAL CAR. 
The Milwaukee Electric Railway & Light Company has 
also recently completed the building of a funeral car of a 
special and very attractive design. The car body was built 


Philadelphia Funeral Service—Compartment for Pallbearers 
and Coffin 


The effect as a whole is one of dignified beauty and im- 
pressiveness, thoroughly in keeping with the use for which 
the car is intended. 

To insure thorough sanitary conditions the car is cleaned 
and fumigated after every trip. An iced-water tank is lo- 
cated in the pallbearers’ compartment, and the company 
provides iced water and free sanitary drinking cups. The 


Philadelphia Funeral Service—Mourners’ Main Compart- 
ment 


in the new shops of the railway, the trucks and underfram- 
ing being supplied from an old special car which was no 
longer in service. The length over all is 51 ft. 6 in. and 
maximum width 8 ft. 6 in. The car is arranged for double- 
end operation, and accordingly there is a motorman’s cab 
at each end, on the right-hand side of the vestibule. Aside 
from the vestibules, there are two compartments in the car. 


j 
j 
] 
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The main section, which is approximately 30 ft. long, is 
arranged with twenty-one leather-upholstered reversible 
seats, while in the smaller section of the car there is a wide 
leather cushion upon one side which may be used as a seat 
for the pallbearers or as a couch if. desired... Across from 
and parallel to this is the compartment for the coffin. 
This is accessible only from the outside of the car, the 
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The rate charges now in effect are $5 per hour, minimum 
three hours, for city service, and regular interurban char- 
tered-car rates for interurban points, from $20 to $60 ac- 
cording to the distance. 


In a recent issue of the Electric Journal, which is pub- 
lished by the Puget Sound Traction Light & Power Com- 


Milwaukee Funeral Car—Side View with Compartment for Coffin - Closed 


door being built in a substantial manner-to support the 
weight of the coffin. It can be very easily opened and 
closed by use of standard berth springs. 
ment has been supplied, as the car will no doubt be called 
upon frequently to make long trips upon the interurban 
lines of this company. 

The interior finish of the car is mahogany, with curtains, 
draperies and floor linoleum of a harmonious green. The 
hardware, light fixtures, etc., are finished in statuary bronze. 
The equipment consists of quadruple GE-216 motors and 
multiple-unit control. Arrangements have been made 
whereby the car may be used as a trailer attached.to.a 
d.c.. 1200-vo]t motor car upon the 1200-volt interurban lines, 


A toilet compart-— 


pany, George W. Lennon has an article dealing with car 
painting. In referring to linseed oil, he says in part: 
“The priming coat is probably the most important coating 
given in painting a car, as it is the. foundation of the paint 
structure. It is essential that it should be penetrating and 
elastic, and it must dry thoroughly. It should be applied 
rather freely so as to satisfy the suction of the wood, but 
brushed out well so as not to leave a.surplus on the surface 
when dry, as it is intended to be in the wood and not on it. 
Its object is to bind the fibers of the wood together, seal the 
pores so as to repel moisture and to form an anchorage for 
the subsequent coatings. Raw linseed oil containing just 
sufficient. pigment; white lead usually, to stain the wood, 


ct nace EN a be Pe 


the lighting and heating circuits being supplied from the 
dynamotor on the motor car. 

As yet no special arrangements have been made for the 
conveyance of the coffin from the residence to the car or 
from the car to the grave, but this will probably be taken 
care of in a manner similar to the practices followed in 
other cities where funeral cars are operating successfully. 

des b> 


Milwaukee Funeral Car—Side View with Compartment for Coffin Open 


with the addition of a small amount of turpentine and a 
very little good Japan drier, makes one of the best primers, 
the proportions being varied to coincide with the nature of 
work. Puttying of nail holes and abrasions of the wood are 
usually done on this coat. Raw oil is preferable to boiled 
linseed oil for this purpose as its oxidization after exposure 
to the air produces a tougher and more elastic surface.” 
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Charter Amendments Recommended for | 


San Francisco 


+f 


Abstract of Preliminary 


Changes to Be Submitted to Referendum Vote of Citizens 


Bion J. Arnold has submitted to the Board of Supervisors 
of San Francisco Part 1 of Preliminary Report INOS 53; 
dealing generally with legal and franchise matters and par- 
Bealary with charter amendments. The proposed charter 
amendments revise. the attitude,of the city toward public 
utilities corporations as expressed in the present charter and 
alter the terms upon which the properties of such companies 
may be acquired by the municipality. These amendments 
are to be submitted to a referendum vote on Dec. 10, 1912. 

In his report Mr. Arnold says in part: 

“There are two distinctly different situations which call 
for solution in the present charter revision. 

‘rt. The outlining of future conditions pertaining only to 
new franchises granted subsequent to the passing of the 
amendments either as (a) trunk-line franchises or (b) 
extension franchises. : 

“2. The establishment of present conditions which will 
make possible effective operation under existing franchises 
and at the same time secure the necessary expansion of the 
present system by private capital until such time as the 
city is able and desires to take over the entire properties as 
a municipal project. 

“It is evident from a study of the proposed charter 
revision amendments that no provision has been made for 
this latter and most important condition, for if the pro- 
posed amendments were passed any contract franchise plan 
that might be developed and that did not conform to the 
provisions of the new amendment, however just and feasible 
the plan might be for the present situation, would be illegal 
and impossible to carry out until further enabling amend- 
ments were adopted. It therefore seems to me desirable, if 
these amendments are to be adopted now, that an additional 
section be incorporated in the revised charter, dealing 
specifically with a possible contract franchise settlement of 
existing questions, or else that definite provision be made 
by means of some form of exemption clause whereby such 
a settlement plan may be evolved at any time and put into 
effect independent of the, charter provisions dealing with 
new franchises. 

“There will follow in Part II of this report a detailed 
analysis of the essential elements of a practicable franchise 
settlement plan for present and future traction difficulties ; 
and therein are involved the purchasing power of the city, 
the earning power of present franchises, the legal questions 
regarding their validity, the respective rights and viewpoints 
of the city, the corporation and of labor. 

SUMMARY OF CONCLUSIONS FROM PRESENT CONDITIONS 

“I interpret the present traction situation in San Fran- 
cisco as follows: 

‘tI, The city of San Francisco has created, through the 
high riding habits of its citizens, an exceedingly profitable 
traction field from which it should be possible with reason- 
able capital investment to derive, within the limitations -of 
a 5-cent fare, a high standard of service as compared with 
other cities. This condition of service does not take into 
consideration the results of such catastrophes as have 
occurred within recent years to curtail the possibilities of 
the system. 

“2. The powers of regulation over public utilities vested 
in the municipalities of California are exceedingly broad as 
compared with those of the older cities of the .East, and 
comprehending supervisory power over rates, service, equip- 
ment and capitalization, the reasonable exercise of. these 
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powers should place the city in a most fortunate position 
with respect to utility properties organized after these 
powers had been confirmed. But before these powers were _ 
established conditions were less fortunate from the city’s 
standpoint, as a result of rights granted. 

“3. The railway corporation is in unquestionable posses- 
sion of the best-paying city streets for a long term of years, 
during which time it will be able to earn out of the property 
neatly. three times its present ‘liberal capitalization, provided 
of course that in the meantime it ‘renders adequate service 
over its lines now established. 

“4. Being in possession of the short-haul and most profit- 
able lines, it will be in a better and better position as time 
goes on to earn large returns, for the reason that the city ~ 
has no power to compel extensions; consequently, the poor- 
paying extensions will either have to be borne by the 
municipal system or else the development. of the city grossly 
retarded. 

‘5. It is a fact that even if the franchises of a large por- 
tion of the city expired at a given time the pressure of 
public necessity would absolutely require the corporation to 


continue service over the unexpired lines until such time as 


the city was in a position to operate them under a satis- 

factory system of routing, so that the earning power of the 

remaining fragments of the system would continue for some 

time. Since there is nothing in the present franchises 

requiring the maintenance of the system at a higher 

standard than that necessary to give actual operation, it is _ 
quite probable that a general rehabilitation of the. system 
would be necessary, requiring. perhaps two years before the 

city, even though it had possession, would be in position to 

operate the new system efficiently. 

“6. Owing to the fact that the city has embarked upon a 
fixed policy of municipal ownership and possibly com- 
petition, the corporation does not feel justified in making _ 
any extensions and in fact cannot obtain funds therefor 
from private investors at reasonable prices. The city there- 
fore must face a situation where the corporation will con- _ 
tinue to reap heavier and heavier profits from its short-haul 
lines without making the necessary extensions. The effect 
which this policy has had upon the development of the city : 
is already only too apparent, and it is pertinent to reflect 
what the condition would be seventeen yeore hence if this 
policy were to be continued. 

“7, At the present time the purchasing power of the city 
approximates only $50,000,000 for all utility purposes, and 
if water bonds are excluded from the debt limit, this pur- 
chasing power could be exercised for the acquisition of 
street railway property. These funds, while more than suf- — 
ficient to acquire the actual physical property, would prob- . 
«bly fall short of what the present railway companies ; would 
consider reasonable, including franchise values under “the 
contractual relations embodied in the present. franchises. 
M oreover, it will be shown that the purchasing power of te 


necessary investment in street railway property, so that 
ability to purchase will become more and more inadequate a 
time goes on, unless a progressive increase in bonding li 
be secured, either under or outside of the ‘presen 2 
determining municipal debt. 
“8. Financial credit is in most cases a” function 
of property and efficiency of management. r 
question whether the city can underwrite its 
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lower rate of interest than private capital will accept 
depends upon these two considerations. And the city must 
not lose sight of the effect that a wholesale expansion of its 
municipal undertakings would have upon its credit and 
especially with reference to the securities previously issued. 

“9. The corporation, on the other hand, is beginning to 
experience, for the first time in its history, the pressure of 
regulation and supervision, both from the municipality and 
the state, and owing to a loss in earnings of approximately 
$5,000,000 from the fire and strike, it finds itself in a 
financial position not contemplated at the time of its organ- 
ization. Not having elected to provide for such a con- 
tingency, it is difficult for it to absorb these losses under the 
heavy burden of fixed charges and the pressure for 
dividends. 

“To. The present condition of the property, in spite of 
the heavy renewals and betterments that have already taken 
place since the fire, is such as to require a continued pro- 
gram of rehabilitation, necessarily involving heavy expendi- 
tures, only a portion of which may be capitalized as bet- 
terments and additions. The nature of these renewals is 
such that to capitalize them in toto would be a duplication 
of capital unwarranted in modern systems of accounting. 
The corporation, therefore, must find itself confronted with 
the necessity of retiring this extinguished value out of 
earnings, which will necessarily cut deeply into the con- 

_ templated return. 
“11. The attitude of labor, while at present passive, may 
become serious from time to time in the future as it has in 
the past, although this is not now apparently imminent, as 
railway wages in San Francisco are somewhat higher than 
in other parts of the country, being exceeded in but one 
instance by a coast city. However, the determination of a 
proper wage scale is an ever-recurring problem, and with 
the present tendency toward increasing prices, it seems but 
a question of time when the wage question, in addition to 
those of financing, franchises and regulation, will combine 
to render increasingly difficult the operation of the corpora- 
tion upon its present basis of capitalization. 
“12. The charter wage scale now in force, as applicable 
to private corporations, will be shown later to be a practical 
impossibility with a 5-cent fare under any normal concep- 
tion of adequate service or reasonable operating ratio. In 
street railway operation more than in any other public 
utility the time limit for working hours and the high mini- 
mum wage imposed by the charter work exactly opposite to 
the provision of adequate rush-hour service. The adoption 
of this wage scale would prevent the corporation from earn- 
ing a reasonable return upon its present bonded debt, to say 
nothing of attempting to earn a return upon its present 
capitalization. Even if a reasonable return upon the value 
of the physical property only were under consideration, the 
operating ratio under this charter wage scale would be 
higher than justifiable under a 5-cent fare, if adequate 
service is demanded from the company. The wage question 
should be settled from time to time as new conditions arise, 
with due consideration for the financial and industrial con- 
ditions of the community, and it therefore is, in my judg- 
_ ment, an economic error to legislate wages into a charter. 

“73. An analysis of the possibilities of the retirement of 
invested capital during various periods of maturity and at 
various rates of interest shows that it is practically impos- 
sible to retire out of earnings street railway investments 
within so short a period as twenty-five years—the limit of 
franchise term under the present charter—and earn a fair 
return upon such investment. This arises from the fact that 
the necessary investment in property is three or four times 
the annual earnings, so that the annuity rate for a term of 
_ twenty-five years may be as high as 11 per cent of the gross 
earnings, which represents a much larger proportion of the 
gross earnings than can possibly be appropriated for the 


" 


‘retirement of the investment under a 5-cent fare. Conse- 
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quently, the proposed charter. should be changed so as 
either materially to lengthen the franchise term, provide for 
an indeterminate franchise or make provision for protecting 
the investment in the property after the expiration of a 
determinate franchise until such investment can be amor- 
tized out of the earnings at a reasonable annual rate. This 
can be effectively accomplished by the issuance of long-term 
bonds by the corporation with the city’s consent, and with 
definite provision for the assumption of this underlying debt 
by the city at the end of the franchise term. 

“14. In perfecting a franchise plan for the present as 
well as the future it is most important to appreciate the 
seriousness of, and to provide for, the amortization or 
decapitalization of that part of the original and subsequent 
investment which is not now represented by actual tangible 
property but which expenditure nevertheless was incurred 
in order to create the properties as they at present exist; 
also the additional capital liability with which the properties 
were burdened over and above the necessary expenditures 
just mentioned, 

TWO PLANS OF ORGANIZATION 

“Obviously, there are only two plans upon which a prop- 
erty may be organized: First, when it is operated to 
extinction at the end of an existing franchise term; second, 
when it is operated as a continuing property in anticipation 
of renewed grant, or sale to the city. If operated to extinc- 
tion, it is evidently incumbent upon the company to retire all 
of its capital liability, both tangible and intangible, but if 
the property is to be continued, as will unquestionably be 
the case, it is economically unnecessary to burden the com- 
munity with the necessity of creating a property free of 
debt within the short life of ordinary franchises. There- 
fore, the first duty of the corporation should be to decrease 
its capital account by amortizing out of earnings all of this 
so-called intangible value. 

“Summarizing, it is my desire to convey from the above 
the firm conviction now in my mind, reached only after 
detailed consideration of these various questions, that the 
present problem is by no means one-sided; that the three 
factors in the problem—city, corporation and labor—are 
equally involved, and that any settlement of these difficulties 
that is destined to achieve permanent and satisfactory 
results must be in the nature of an attempt to secure definite, 
practicable working results rather than to strive for the 


perpetuation of individual rights, all of which are more or 


less questionable. 

“The great objects are: (1) adequate service; (2) the 
protection of actual investment, whether municipal or cor- 
porate, and (3) the highest rate of wages consistent with 
the limitations of a 5-cent fare and the proper maintenance 
and renewal of the property. 

“Supplementary to these are: (a) the method of regu- 
lating the utility; (b) the method of decapitalizing obsolete 
investment and intangible values, and (c) the determining 
of the question of whether the investment shall be a con- 
tinuing one or be decapitalized to extinction; and if the 
latter, the fixing of the period long enough to make it 
practicable under a 5-cent fare. 

“The proper vehicle for the accomplishment of these 
objects is the modification of the present charter by suitable 
enabling amendments which will empower the Board of 
Supervisors to work out and submit to a referendum vote 
suitable adjustment franchises which will eliminate present 
contractual relationships and place the city in position to 
substitute others therefor which will secure the three objects 
above enumerated.” 

SCOPE OF CHARTER AMENDMENTS 

The appendix to the report states that upon the submis- 
sion of the report the Board of Supervisors decided, after 
discussion, to proceed upon the theory of submitting to the 
electors a broad enabling act instead of a detailed franchise 
code, and appointed to draft such an act a special com- 
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mittee consisting of Delos F. Wilcox, chief of the franchise 
bureau, New York Public Service Commission, First Dis- 
trict; E. A. Walcott, president of the Civil Service Com- 
mission, city of San Francisco, and Bion J. Arnold. This 
committee reported on Nov. 7, and the amendments, after 
thorough discussion by the supervisors and others, were, 
with slight modifications, adopted unanimously on the 
same date. 

The appendix discusses briefly the purposes of the amend- 
ments, as follows: 

‘t. To provide in the charter a ‘blanket’ enabling act, 
outlining the general terms under which detailed municipal 
ordinances may later be prepared by the Board of Super- 
visors, subject to the referendum vote. 

“2. To establish the foundation for a comprehensive 
franchise or administrative code, defining in specific terms 
the conditions and limitations under which all new fran- 
chines may be granted by the city to private operators. 

“3. To empower the Board of Supervisors to carry out a 
comprehensive resettlement or adjustment franchise policy 
by means of which existing grants to private operators may 
be merged into those of new or adjusted grants containing 
specific conditions calculated to remove the present obstacles 
to adequate service and continued expansion. 

“The charter amendments are designed to cover all man- 
ner of utilities which, in the expressed determination of 
the city, fall within the scope of its operations. The fran- 
chise code, on the other hand, should cover separately each 
of the various utilities to be encountered where variations 
from the general principles therein expressed need to be 
specified. 

“In order to carry out the provisions of franchises here- 
after to be granted under ordinances passed by the Board of 
Supervisors in accordance with the terms of the charter 
amendments, there is created in other charter amendments 
a public service commission for the city and county of San 
Francisco, consisting of three members appointed by the 
Mayor. This commission is to have charge of the construc- 
tion, extension and operation of all municipally owned and 
operated public utilities and will also exercise control over 
such other public utilities as the Board of Supervisors may 
from time ‘to time prescribe but which are not covered by 
this charter. It is also authorized to enter into contracts 
for construction or for materials necessary for the construc- 
tion or operation of such utilities, as well as to exercise 
other powers.” 

A synopsis of the proposed charter amendments, prepared 
by Mr. Wilcox, says in part: 

“The Board of Supervisors has no authority to grant 
franchises for any public utility except in accordance with 
the provisions of the charter. 

“The outstanding street railroad franchises make no pro- 
vision for extensions into outlying territory. 

“No extensions of street railroads, gas or water pipes or 
electric lines can be made under existing franchises, even 
if the companies are willing to make them. In every case 
new franchises are required. 

“The provisions of the existing charter relative to the 
grant of franchises have proved impracticable, as they 
tend to penalize the companies for doing what the city wants 
them to do, namely, extend their lines. For a company to 
accept a franchise for an extension, under the present 
charter, the extension would have to be unusually profitable 
taken by itself, while in most cases where the extensions 
would have to be carried by the profits earned on the main 
lines or in the areas of dense service there is nothing what- 
ever to induce the companies to build and the city has no 
power under existing franchises to make them build. 

“The proposed franchise amendment is based upon the 
city’s declared policy of ultimate municipal ownership. Not 
only do all franchises require a three-fourths vote of the 
Board of Supervisors, but in case they are vetoed by the 

Mayor they can be repassed only by a five-sixths vote. 
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Moreover, the Mayor can, if he wishes, insist upon a 
referendum, and every grant of a new franchise to renew 
or replace an existing one must be submitted to the people. 
Entirely new grants and grants for extensions are subject 
to the sixty-day optional referendum procedure for due 
publicity, and time fer deliberate consideration is carefully 
provided for. The right of the city to take over the fran- 
chise and property at any time is expressly stipulated, and 
in order that this power of purchase may be something more 
than mere power on paper, it is required that provision shall 
be made in the franchise itself for the accumulation of a 
purchase fund out of earnings, so that the property will 
actually be paying for itself and the city will be getting 
into a better position in regard to it every year. 

“On the other hand, under the proposed franchise plan, 
the actual investment of capital in any utility enterprise 
would be amply protected and would be allowed to earn a 
fair return and be sure of not losing out in the end. The 
requirement in the present charter that a fixed percentage 
of gross receipts mentioned in the charter itself must be 
paid whether the utility or the extension is able to pay even 
operating expenses or not has been cut out. 

“The existing provision that the property in the streets 
shall revert to the city without payment at the expiration 
of twenty-five years and forbidding a re-grant beyond that 
time is also eliminated, and in place of it is put a more 
elastic provision to the effect that part or all of the capital 
must be retired within the twenty-five-year maximum period 
for original grants, but that if the capital has not all been 
retired within that time and if the city does not choose to 
buy the property, the holder of the franchise shall be 
entitled to fifteen years more to get his money out. 

PROVISIONS REGARDING WAGES AND HOURS 

“The existing minimum wage provision as applied to 
franchises is eliminated from the charter for the reason 
that it seems better to leave the whole matter of wages to 
be negotiated in connection with each particular franchise 
or between the employees and the owners of the utility. 

“It makes the charter conditions less forbidding to capital 
and does not prevent the establishment of a minimum wage 
in the franchise itself if it can be agreed upon at the time. 
The eight-hour day is kept, but the provision is liberalized 
with reference to street railways so as to make the eight- 
hour day actually workable under the conditions of that 
business, which requires the employment of a great many 
extra men for the rush hours, morning and night, if the 
people are to have reasonable service. As stipulated in the 
proposed amendment, the eight hours’ work of the operating 
force of a street railway must be completed within thirteen 
hours, while in all other utilities the eight hours’ work must 
be completed within ten hours. This change removes a 
barrier that now practically prohibits the enlistment of 
capital in street railway building. 

“The existing prohibition of all exclusive franchises for. 


pipes, wires or conduits, which was based on the constitu- — 


tional provision in force prior to 1911, has been liberalized 
so that exclusive franchises may be granted which would 
tend to induce private capital to enter outlying fields. But 
the interests of the city are safeguarded by requiring that 


any such franchise must be subject to purchase and must 


provide for extensions of the plant as the public needs 
require, 


visors does not need to wait for anybody to apply for a 
franchise for an extension or for a new utility, but may 
on its own motion declare the necessity for the construction 


of Such extension or new vrai and advertise for ‘bids. 


investment, 

“But, after all, the most important provisions 
aniendment relate to a possible re-settlement of th 
chises of existing utilities to the end that in return 


“Moreover, under the amendment, the Board of: Super- 
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practical guarantee of their fixed investment and the new 
money put in from time to time they shall surrender their 
outstanding franchises and come in under a new deal by 
the terms of which the city will get the right peaceably to 
acquire the property by paying a fixed price therefor and 
the companies will obligate themselves in the meantime to 
make extensions and begin to retire their capital out of 
earnings. 

“As an extra safeguard, the city may provide for the 
transfer of the property to a‘new company if, through per- 
sistent failure of the old company to co-operate in good 
faith in carrying out the spirit of the agreement, it seems 
useless to expect good results from the management then 
in control, and if the city is not then in a position to take 
the utility over for municipal operation. At the same time, 
the company will be protected against capricious or corrupt 
action on the part of the city authorities by the requirement 
that any new company may be required under the terms of 
the franchise to pay a bonus to the owner of the property 
in addition to what the city would have to pay if the 
property were being taken over for public ownership. 

“This licensee provision is not made obligatory, but may 
be inserted in a re-settlement franchise if the city desires 
to put it in. In fact, the amendment is in effect an enabling 
act under which the city would be able to open up the whole 
franchise question with the companies and in accordance 
with certain general principles fixed in the amendment, 
negotiate for a rational re-settlement of the big utility prob- 
lems now confronting San Francisco. 

“As to grants of new franchises that are not re-settle- 
ments of existing franchises, they are to be regulated more 
in detail by a general ordinance to be adopted by the Board 
of Supervisors and ratified by the people subsequent to the 
adoption of the charter amendment and its final enactment 
by the Legislature.” 


MELBOURNE RAILWAY ELECTRIFICATION 


In 1908 Charles Merz, consulting engineer, London, pre- 
sented a report to the Victorian Railway Commission on 
the electrification of the suburban railways about Mel- 
bourne. An abstract of this report was published in the 
Execrric Ramway JourNAL for Oct. 3, 1908, and at that 
time Mr. Merz recommended the direct-current system for 
the conversion of some 300 miles of track. Later the de- 
velopment of the high-tension direct-current system and 


Taste I, Suowr1nG First Cost or Various Parts OF THE EQuirMENT. 
Direct Single- 


Current. Phase. 
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urbo-alternators, step-up transformers, - 
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Power station switchboard, auxiliary motors, 
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igh-tension transmission: 
20,000-volt enieeerous (on) CORY APS Se oe os Th 
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tion of structures, insulators, connecting 
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a) Increasing height under bridges.......... 4,350 24,800 
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single-phase system induced the commission to call for 
tenders for complete alternative schemes. Specifications 
for these systems were prepared by the engineers of the 
company, Messrs. Merz and McLellan, and have recently 
been collated and are embodied in a new report prepared 
by the engineers of the railway. , 

j THE PRESENT REPORT 

The present report contains a tabulation of the tenders 
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submitted and recommends the adoption of the 1500-volt 
d.c. system. Table I shows the costs of this system and 
the single-phase system for the equipment of some 1500 
route miles. The figures include only those expenses 
which would be affected by the choice of systems; that is 
to say, the boiler plant, the buildings, repair shops, etc., 
are not included. 

Table II shows the estimated operating expenses of the 
two systems. 


Taste II, SHow1ne EstiMatep OPERATING EXPENSES. 


Direct Single- 
; Current. Phase. 
Electrical energy: 
Variable power house charges, including coal, 
water, stores and wages of coal and ash han- 
A ttieen Stattane ste atclates odes aielesta'scrstel iene stace ied £59,700 £58,400 
Inspection and maintenance of high-tension 
BLAM SISSON SUISSE. ore tieieten So osia aig aie chore iatsleltinas 3,190 2,169 
Operation and maintenance of substations...... 12,456 1,940 
Maintenance and renewal of track conductors.. 18,051 18,051 
Maintenance of coach equipments: 
(a) Inspection, cleaning, stores and small repairs 22,900 30,800 
(b) Repairs and renewals........05.cc.ceness 43,900 91,100 
Interest charges on capital expenditure.......... 93,977 122,281 
PEED Laie fey sical stm Peter feta rave ieetal woawiete wie Mai ora.a crate orc £254,174 £324,741 


In addition the engineers estimated upon the equipment 
of the single long line, 100 miles in length, to Bendigo, on 
which it was thought that possibly the single-phase system 
would prove more economical, but it was found it was 
higher in first cost by about £1,300 and higher in operat- 
ing expenses by about £1,600. 

According to the abstract in the London Times from 
which the figures just published have been taken, the re- 
port summarizes the financial results and gives the tech- 
nical details as follows: 

FINANCIAL RESULTS 

“The average speed of the trains is to be increased by 
nearly a third and the frequency of the trains by a very 
large amount. It is estimated by the commissioners that 
in 1915 the cost of operating the suburban system by steam 
will be £360,431 per annum, while electric working will 
cost £235,416, making a saving of some £125,000 a year 
in working expenses alone, apart altogether from any in- 
crease in revenue. There will, of course, be a very large 
increase in traffic as the result of electrification, but as 
it is impossible to tell exactly what this will be, depending 
as it does so much upon the general prosperity of the city 
and the State, the profits which will accrue from the elec- 
trification with different increases of traffic were calculated 
upon different bases. 

TECHNICAL DETAILS 

“Power will be supplied from Yarraville, in the form of 
three-phase alternating current at 25 cycles per second, 
and 20,000 volts will be transmitted to twelve substa- 
tions at various points on the system, where it will be 
transformed to direct current at 1500 volts. Overhead 
wires will be used throughout the system for the supply 
of current to the trains, which will consist of two, to six 
coaches, the motor coaches and trailers being in equal pro- 
portions. All trains wherever possible are to follow a reg- 
ular schedule throughout the day, and rush traffic is to be 
provided for by increasing the length of the trains, though 
it is not proposed to have any longer trains than six 
coaches to begin with. The scheduled speed, including 
stops, is 21 m.p.h. 

“The single-phase scheme, which was compared with 
the direct-current scheme just described and proved more 
costly, included the generation of three-phase current at 
twenty-five cycles and 20,000 volts and its distribution to 
various points on the system where the current would be 
supplied to the trolley wires as three separate single-phase 
currents, the pressure between the trolley wires and the 
running rails forming the return circuit being 11,000 volts. 
The make-up of the trains and their schedule speed and 


‘carrying capacity would be the same as in the other 


scheme.” 
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Instruction of Train Crews by Claim Department 


The Buffalo, Lockport & Rochester Railway Requires All Men to Pass a Written Examination Conducted by the Claim 
Department—A List of the Questions Is Published ; 


On small interurban roads where regular schools of 
instruction cannot economically be maintained it is usually 
the practice to leave the instruction of conductors and 
motormen to the transportation department. Consequently, 
from the point of view of the claim department, the 
examination of these men may not at all times sufficiently 
go into the question of preventing accidents and of properly 
reporting them. On the other hand, in case of accident 
trouble the responsibility for protecting the company lies 
entirely with the claim department. To meet this condition 
the Buffalo, Lockport & Rochester Railway requires all 
new applicants for employment in the service to pass a 
written examination given by the claim department entirely 
independent of the one conducted by the transportation 
department. This work is under the direction of Louis J. 
Hoenig, claim agent of the company. 

At first the claim department simply gaye tests to the 
men, the substance of which was along the lines of the 
examination which is now being conducted. Then the ques- 
tions were put orally. 
examination did not give the results which are now being 
cbtained with the written examination, as the fact of having 
the question in black and white before the men and of 
writing the answer seems to impress the situation upon 
their minds more firmly. 

Up to this time the company has required these examina- 
tions of new men only. The plan has been considered, how- 
ever, of asking all men occasionally to pass this test if this 
can be arranged without too much inconvenience. The 
company has even considered allowing the men to take the 


questions home with them and fill out the answers during. 


their spare time. This is allowable because the plan is not 
so much to test the memory of the men as to test their 
intelligence. 

Where an applicant shows by his examination that he 
does not know how to govern himself under certain circum- 
stances he is called into the office and the subject is care- 
fully gone over with him. Mr. Hoenig has found that 
after thorough oral questioning followed by a written 
examination the men can prepare the answers to the 
questions very intelligently. 

The first list of questions published below is for the 
conductors, and the preamble or introduction accompanying 
these questions is also published. The questions for the 
motormen are similar to those for the conductors except 
in a few cases. The wording of these questions is also 
published. 

CLAIM DEPARTMENT EXAMINATION FOR MOTORMEN AND 

CONDUCTORS 

“In handling the public the railroad company has a great 
deal with which to contend. Experience has proved that 
when a passenger pays his fare and gets upon a car the 
company practically insures him against accident. And it 
is in only a very small percentage of cases that the company 
is able to excuse itself for injuries to those who are not 
passengers. We need not tell you of the unreasonable de- 
mands that are made upon the company in the settlement 
of these cases. 

“Let us forget for the time being the humane side of the 
accident question and deal with it from the financial point 
of view.” The cars of this company are carrying thousands 
of passengers. every day and passing thousands of 
pedestrians and vehicles. The life of one’ of the persons we 
will, for an ‘example, estimate at $5,000.. Injuries to a 
single person we might estimate im cost as high as $25,000, 
depending upon their nature. Where a number of people 


It was found, however, that the oral . 


are involved as in a collision of cars it is impossible to give 
an estimate of the enormous figure involved in the adjust- 
ment. No motorman or conductor can ever pay for these 
losses. In their eagerness to get their cars over the road 
motormen are apt to forget these things, as are conductors 
in their desire to collect all of the fares. Of course the 
company exists upon the fares which it collects, but there 
are times when the prevention of an accident might mean 
more than the earnings of the company for a whole month. 
It is a question of judgment. 

“In the development of railroad negligence cases was 
born the accident faker with whom the company must con- 
stantly contend. It must deal with a prejudiced public, with 
juries which have one standard of justice for the corpora- 
tion and another for the individual. It must combat the 
ambulance chaser, the unscrupulous lawyer who makes a 
business of looking up railroad accidents and stirring up 
litigation against the company. The faker and the 
ambulance chaser have become educated to the possibilities 
of crooked practices in this field. 

“With these unfortunate conditions prevailing there are 
two things which the company must do in defense. The 
first important thing to be done is to keep down the acci- 
dents, and the second and no less important duty, particu- 
larly of the employees, is to get the greatest possible pro- 
tection when accidents do happen. In order to minimize 
the number of accidents every man must co-operate. He 
must be constantly. on the lookout for trouble. His mind 
must be constantly on his work. He must be able to 
anticipate danger; for example, to picture in his mind what 
might happen if he fails to go to the platform, or permits a 
passenger to alight in an unsafe place, or does not keep 
before him and examine his running schedule, or is neglect- 
ful about his orders. Making a meet is a simple procedure 
but a most important one, and we sometimes forget it, per- 
haps because the doing of it is so simple that its importance 
is overlooked. 

“Railroad trains, like dynamite, must be properly handled. 

As we become accustomed to running them day after day, 
making the same meets and going through the same routine, 
we are apt to work more or less automatically, and at times 
become unconsciously careless. We may permit our work 
to become monotonous and then become easily distracted at 
just the critical time when an important detail of operation 
is to be looked after. When a motorman or conductor can ~ 
read a train order with his mind on something else, or 
when his schedule becomes worthless paper never to be con- 
sulted upon his runs, he is surely looking for trouble. If 
you forgot everything else that has been told you, remember 
this, that train orders, train dispatches, signal systems and 
other safety devices and regulations have been invented to — 
prevent the greatest of all accidents, the collision of cars, — 
but that after all it is all up to you. A carload of people 
have placed themselves under your protection as an agent 
of the company. They have even paid for that protection. 
Can you afford to, will you dare to, take any chances? BP 

“What is the protection referred to which it is necessary 
for the company to get in case of accident, and how are we 
to get it? This protection in so far as the motorman an 
conductor is concerned is simply getting the witnes 
The witnesses are the real and only protection. It is t 
witnesses who win the cases, and the lack of witne: 
what loses them. And by witnesses we mean any 
whatever at or near the scene of the accident, ever 
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know nothing about an accident knows a great deal more 
than he believed he did. Although he did not see it, he may 
have heard the bell, or noticed the speed of the car, or the 
application of the brakes, or some other detail, all of which 
might become most desirable information. 

“The motorman and conductor are the two men who have 
the first opportunity of beginning the preparation of acci- 
dent cases for trial. They are for the time being placed in 
the position of the company’s lawyer or investigator. The 
accident has just happened; the witnesses are all there; 
before them is the evidence unchanged, with the details 
fresh in their minds. This is the time to pace off distances, 
to prove speed, to prove the ringing of the bell, to show that 
the headlight is burning, to prove every detail which will 
bolster up your case, and to impress these details upon the 
minds of your witnesses by pointing out to them the im- 
portant things which you have discovered. It is too late 
when the investigator arrives and the witnesses have gone. 

“Begin your services with this company with a deter- 
mination to keep down accidents. Get the habit immediately 
of examining your schedule regularly and of reading very 
carefully your train orders, of being on the job when 
making your meets and of otherwise observing the rules of 
the company. Never depend upon your memory in making 
scheduled meets. And, by all means, remember the im- 
portance of getting witnesses in case of trouble. Your 
faithfulness in regard to these important matters is a duty 
which as a motorman or conductor you owe to the public, 
to the company and to yourself. 

[Signed] “Louis J. Hoenic, Claim Agent. 

“Notice: You may preserve this article for your occa- 
sional reference.” 

QUESTIONS TO CONDUCTORS 

“One of your duties is to prevent accidents. How im- 
portant do you consider this in comparison with your other 
duties? 

“How much money do you think a single negligent act of 
yours might mean to this company ? 

“Why should old and infirm people receive special atten- 
tion while passengers on your car? 

“Why does it pay to be very courteous, especially in case 
of an accident? 

“Give your practice in caring for women with infants in 
arms, especially when boarding or alighting. 

“State why the company requires conductors to be on the 
rear platform before starting cars. 

“What will be your practice about letting persons ride on 
the rear platform? 

“Many persons make a practice of alighting from cars 
when in motion. How do you expect to cope with this? 

“Tf a man should get hurt in this way what will be your 
method of handling the case? 

“When is it the conductor’s duty to keep vestibule doors 
closed? 

“Your car is standing. A lady with babe in arms falls 
down the steps. How would you protect yourself? 

“How do you expect to take care of your steps and rear 
platform, especially in winter weather? 

“How long would you feel it your duty to delay a train 
in order to get witnesses? 

“When should a motorman or conductor have a passenger 
arrested ? 

“Ts a conductor or motorman ever justified in striking a 
passenger? 

“What would be the resu't of such an act? 

“What is your idea about ejecting trespassers or persons 


stealing a ride? 


“Do you know of any way that you could involve the 
company in a negligence action by ejecting such a person? 

“Do you believe in giving Italians, Poles and other for- 
eigners the same consideration that ae do Americans ? 


es “Do you thoroughly understand the rules relating to train 
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“What do the rules require of the conductor when passing 
a meeting train? 

“If a motorman should run past a meeting 
should the conductor proceed to avoid collision? 

“In what way could the conductor make the company 
liable for the loss of personal baggage of a passenger? 

“Is there any danger in letting suitcases, etc., stand in 
the aisle? 

“Which of the following cases would you report? Give 
reasons for each answer. 

“(a) You were running along and upon looking back 
you saw a boy picking himself up from the street near the 
track. 

“(b) Your car is standing and while a woman about ro ft. 
from the car is waiting for the crowd to get on an auto- 
mobile hits her. The operation of the car has nothing to 
do with the accident. 

“(c) A woman got off your car when it was standing. 
After she got over to the curb she slipped and fell. She 
was 30 ft. from the car when she fell. 

“(d) You were off duty and saw a man trying to steal 
a ride. He fell from the car. Another crew had the car in 
charge and may not have seen the accident. 

“(e) A person got upon your car and stumbled on the 
step. He told you that he was not hurt and that you need 
not bother about reporting it. 

“When should you telephone accidents to the dispatcher ? 

“What is the meaning of the word ‘witness’? 

“What do we mean when we speak of eye-witnesses? 
“Can a person be a witness without seeing an accident? 
“(Explain in each case.) 

“What class of witnesses can do the most good in a case, 
eye-witnesses or others? Why? 

“Tf a person should claim that he knows nothing about 
an accident, would you still take the trouble to get his 
name? Why or why not? 

“Suppose you should have a collision which no one has 
seen and there are passengers on your car; how would you 
go about it to get witnesses? 

“Who are the men who have the first and best oppor- 
tunity of preparing an accident case for the court? Explain 
your answer. 

“Often employees use the expression, “My word is as good 
as his,’ when referring to a man who has had trouble or 
Do you believe that this is a fact when trying 
accident cases? Explain. 

“Suppose that a man testifies to facts making the com- 
pany negligent; how many witnesses do you think the com- 
pany must have to offset his testimony ? 

“How many witnesses would you get in each of the fol- 
lowing cases, and why? 

“Where the car has struck a horse? 

“Where a person has slipped on the platform? 
“Where a car is derailed? 
“When ejecting a drunken man? 

“Why is it extremely important to obtain the name of 
every person on the car or cars when a derailment or 
collision has taken place? 

“On the company’s accident report is the word ‘Position’ 
in the third column for witnesses. What should be inserted 
in this column? 

“When getting witnesses why should you get 

“(a) The street and number, if any? 

“(b) Post office address? 

“(c) When person lives in country, how would you put 

down his address? Why? 

“Why is it very important to have witnesses’ 
spelled correctly? 

“Do you know when to make use of the company’s small 
release cards? Have you a supply of them? Why are they 
important ? 

“On one of the company’s report blanks make out a 
report, giving all of the detail that would be necessary to 


point, how 
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protect the company, of the following: A lady fell while 
boarding a standing car. 
SPECIAL QUESTIONS FOR MOTORMEN 

“How will you operate when passing a fractious horse? 

“What are the dangers of starting or stopping cars with 
a jerk or lurch? 

“Which of the following cases would you report? 
reasons for each answer. 

“(a) You were running along and upon looking back 
you saw a boy picking himself up from the street near 
the track. 

“(b) Your car is standing and while a woman about Io 
ft. from the car is waiting for the crowd to get on an auto- 
mobile hits her. The operation of the car has nothing to 
do with the accident. 

“(c) A woman got off your car when it was standing. 
After she got over to the curb she slipped and fell. She 
was 30 ft. from the car when she fell. 

“(d) You were off duty and saw a man trying to steal a 
ride. He fell from the car. Another crew had the car in 
charge and may not have seen the accident. 

“How do you intend to handle a car in wyeing at Court 
and Exchange Streets, having in mind the safety of 
pedestrians and vehicles on the streets? 

“Many collisions occur due to drivers of vehicles turning 
suddenly in front of cars just about to pass in the same 
direction. What is the safest practical way of avoiding 
these accidents? 

“How should you operate a car when passing another car 
which is unloading passengers? Why? 

“How can rear-end collisions in the city of Rochester be 
avoided ? 

“What is your idea of the distance that it is safe to run 
behind a city car? 

“What are the dangers of slowing down a car for an 
intending passenger without coming to a full stop? 

“What is the danger in operating over electric switches? 

“Do you know that with mirrors installed upon the cars 
motormen and conductors may be held equally to blame for 
boarding accidents? 

“Why must cars be stopped before passing firehouses? 
Before crossing canal bridges? 

“How can you help to avoid boarding and alighting acci- 
dents at.the New York Central crossing where it is neces- 
sary for the conductor to leave the car?” 


Give 


ANNUAL MEETING OF PENNSYLVANIA STREET 
RAILWAY ASSOCIATION 


There was an unusually large attendance at the annual 
meeting of the Pennsylvania Street Railway Association 
held at the Harrisburg Club on Dec. 3, 1912. In his open- 
ing address, President H. R. Fehr called attention to the 
value of co-operation of both the public and public utility 
bodies in solving the problems that confront electric rail- 
ways. Oscar T. Crosby, president of the Wilmington & 
Philadelphia Traction Company, addressed the association 
on the subject “Public Utilities and Public Policy,” making 
a strong plea for co-operation between the public service 
corporation and the public. H. R. Fehr, president of the 
Easton Transit Company, was re-elected president of the 
association. The other officers who were elected follow: 
Vice-president, W. A. Rigg, Reading Transit Company ; 
secretary, H. M. Stine, Harrisburg; treasurer, W. H. 
Lanius, Hanover; executive committee, H. R. Fehr, W. A. 
Rigg, Oscar T. Crosby, T. P. Conley, West Penn Railways; 
R. P. Stevens, Lehigh Valley Transit Company; C, Edgar 
Titzel, general manager Susquehanna Light & Power Com- 
pany. 

The reports of the officers showed the affairs of the asso- 
ciation to be in a very satisfactory condition. A dinner at 
the Harrisburg Club concluded the meeting. Mayor John 


ELECTRIC RAILWAY JOURNAL 


[VoL. XL, No. 22. 


K. Royal of Harrisburg was one of the guests. The asso- 
ciation has appointed various committees to further the 
work of the body during the year. Dr. Stine and members 
of the executive committee will follow the work of the 
Legislature at Harrisburg this session. 


STATISTICS OF ELECTRIC RAILWAY COMPANIES 


The accompanying table showing the number of elec- 
tric railway companies, miles of track, cars and stock and 
bonds authorized and outstanding in 1911 is based on re- 
turns made to the McGraw Electric Railway Manual and 
on other statistics furnished to the ELecrric RAILWAY 
JourNAL. It is similar to the compilations of returns which 
have been made annually for this publication for a number 
of years. The average date of the returns from which this 
table was compiled was Jan. I, 1912. 

In the compilation of the figures every effort was made 
to confine the statistics to operating electric railway com- 
panies, but it was not always possible to determine exactly 
the position of certain small companies which make ob- 
scure returns or none. The intercorporate relationships of 
various companies, including both holding and operating 
companies controlling subsidiaries, were taken into account, 
and allowances were made so far as accurate data were 
available for the elimination of duplicate holdings. The 
same statement is true with respect to the mileage and 
number of cars reported by various companies. It is not 
possible in all cases to distinguish in the returns where a 
leased company reports separately, for instance, whether 
its returns are also included in the report of the control- 
ling organization. In many cases, however, these facts are 
set forth plainly. 

In some instances, where a large company controlled 
such a very small amount of electric railway track, mile- 
age and cars that only a slight part of its capitalization 
should be classified as representing that investment, it was 
difficult to make an allowance that would present a fair 
proportion for the electric railway interests. The affairs 
of many electric railway companies are so closely related 
to allied electric lighting and power plants, and even in 
some cases to gas and water properties also, that it is not 
practicable to segregate the capitalization except by esti- 
mate. In some cases such an estimate is reasonably satis- 
factory, as part of the capitalization is readily distinguish- | 
able .as pertaining directly to the electric railway part of 
the business. In these instances an estimate has been 
made, and while it is not, of course, accurate, it has re- 
sulted in the presentation of statistics in the table which 
represent more closely than has been the case in previous 
compilations of the same kind, the proportion of capitali- 
zation really applicable to the electric railway companies. 

While the table is dated Jan. 1, 1912, this is the equiv- 
alent of Dec. 31, 1911, and the totals are based on the 
returns made for the fiscal year conforming most closely 
to the calendar year. The entire absence of uniformity 
in the period used by companies as their fiscal year makes 
it impracticable to fix more than a date which represents a 
reasonable average of the different dates for closing the 
year followed by the railways. 

The amount of so-called street railway mileage in the 
country that is operated by other motive power than elec- — 
tricity is very small, and for that reason, as well as be- 
cause of the difficulty of getting accurate data from the 
properties using animal or cable power, the returns 
clude only electric railway properties, except in those in- 
stances where companies operate with more than one kind 
cf power and do not segregate their data as between the 
different classes. 7 

The electrified terminal mileage of several of the 1 
trunk-line railroad systems represents a very large iny 
ment, but a comparatively small amount of trac 
As the capitalization in such instances is part of the 

7 4 
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MILES OF TRACK, CARS AND CAPITALIZATION OF ELECTRIC RAILWAY COMPANIES, JANUARY, 1912 


NUMBER 
OF Mires CAPITAL STOCK. FUNDED DEBT. TOTAL STOCKS AND 
STATE. Ry. OF Cars, BONDS. 
Com- TRACK. l 
PANIES. AvTHORIZED. OutstanpinG.| AUTHORIZED. |OUTSTANDING.| AUTHORIZED. |OUTSTANDING. 

New ENGLAND 

STATES: : 
Connecticut 48 One 10 1,264.72| 2,841) $82,468,100 $60,137,800 $59,430,000 $38,884,000 | $141,898,100 $99,021,800 
VER INE ees. a sisis, o7sioie 15 514.50 781 16,222,400 16,016,500 29,105,075 14,925,225 45,327,475 30,941,725 
Massachusetts...... . 56 3,449 .22/ 10,409} 109,616,450 108,569,900 104,824,500 76,054,200 214,440,950 184,624,150 
New Hampshire...... 19 267 .10 368 6,297,200 - 4,212,700 4,282,000 3,732,000 10,029,200 7,944,700 
Rhode Island.,...... 12 438 .50| 1,269 36,885,500 22,285,100 17,442,118 16,191,118 54,327,618 38,476,218 
Met Onto. ie erate: cn 9 101.75 124 3,210,300 2,880,800 2,900,000 2,800,000 6,110,300 5,680,800 

Total. : ie me ie 121 6,035 .79| 15,792| $254,699,950 ; $214,102,800 | $217,983,693 $152,586,543 | $472,133,643 , %$366,689,393 
Eastern States: oe 
Delaware Amati ciakun Bie 6 55 .25 87; $10,870,000 $8,870,000 $6,774,000 $4,979,000 $17,644,000 $13,849,000 
District of Columbia. 6 312.04) 1,514 32,393,000 30,492,800 45,090,000 33,618,019 77,483,000 64,110,819 
Maryland Wa rend ahs te 12 713.68} 2,025 50,850,000 22,731,550 90,992,000 70,437,800 141,842,000 93,169,350 
New Jersey Dicer ots 50 1,371.14! 2,874 93,337,840 67,472,390 96,109,000 92,106,100 189,446,840 159,578,490 
News i Ork..:.4. ced. 139 4,749 .83] 17,342} 552,356,100 408,845,674 972,838,020 546,213,437 | 1,525,194,120 955,059,111 
Pennsylvania Bites, oaks Q45 4,325 .33} 9,359} 344,626,537 248,705,799 356,770,217 220,602,546 701,396,754 469,308,345 
Virginia. aces cee 18 456 .27 893 34,775,000 28,068,650 49,667,000 33,905,100 84,442,000 61,973,750 
West Virginia:....... 21 411.86 590 20,600,000 17,740,100 40,067,100 17,792,700 60,667,100 35,532,800 

Aer kh. © Ane 497 | 12,395.40} 34,684) $1,139,808,477| $832,926,963 |$1,658,307,337 $1,019,654,702 |$2,798,115,814 | $1,852,581,665 
CENTRAL STATES: 
Illinois aberare Race 72 3,264.08} 8,104) $242,447,100 | $153,991,500 | $376,202,636 | $266,020,303 | $618,649,736 | $420,011,803 
diana Mejias ~ $5 2,245 .'71| 2,138) 111,810,000 83,216,630 143,'794,450 84,071,650 255,604,450 167,288,280 
Li Cie ee Se eae QT 751.06] 1,436 44,210,000 37,256,925 72,167,000 36,538,500 116,377,000 73,795,425 
Kentucky baa Ree 10 459 .36 958 46,450,000 22,824,300 50,335,000 22,819,800 96,785,000 45,644,100 
Michigan te 5, ote 23 1,494 .05| 2,663 51,575,000 45,410,200 127,148,000 72,631,000 178,723,000 118,041,200 
Minnesota Sheard aire 4 10 505 .97| 1,000 31,225,000 25,589,000 39,880,000 23,261,000 71,105,000 48,850,000 
IMISSONTIA Bhs een +s 19 1,080.59} 2,594) 117,200,000 82,771,480 159,932,000 114,695,700 277,132,000 197,467,180 

hio a ORE Eee COs 95 4,048 .93} 5,909} 270,263,000 204,279,875 259,475,400 128,761,940 529,738,400 333,041,815 
Wisconsin........... 24 720 .55| 1,042 66,208,000 23,729,200 191,845,500 40,532,500 258,053,500 64,261,700 

PROba eres Soltis ts 3 315 | 14,570.30) 25,844) $981,388,100 | $679,069,110 |$1,420,779,986 | $789,332,393 |$2,402,168,086 | $1,468,401 ,503 
SouTHERN STATES 
Alabaiae ete ees. 2 11 299 .66 606) $23,202,000 $18,232,000 $55,375,000 $16,025,000 | . $78,577,000 $34,257,000 
IATKRNSHS TO cass. 9 106.8 Q47 10,040,000 5,859,600 17,681,000 6,919,500 27,721,000 12,779,100 
Dlondsr ce. fe 3s 3d yi 128.1 939 5,880,000 5,266,000 11,000,000 4,482,500 16,880,000 9,748,500 
Georgia ao O Be Se 12 410 .24 702 51,014,600 50,989,600 92,400,000 26,412,500 143,414,600 77,402,100 
WC OVESIA Deas. c fone lceoin 8 265 .86 728 53,097,800 31,380,000 91,721,000 34,321,500 144,818,800 65,701,500 
Mississippi Ge eee 11 116.1 186 11,500,000 6,932,670 13,900,000 6,441,000 25,400,000 13,373,670 
North Carolina....... 13 181.23 251 29,700,000 23,483,800 25,525,000 10,867,400 55,225,000 34,351,200 
South Carolina....... 6 118.2 178 12,900,000 8,379,950 11,500,000 5,474,000 24,400,000 13,853,950 
‘Tennessee.......:... 13 364.88 868 21,850,000 21,508,000 69,125,000 27,297,000 90,975,000 48,805,000 

iis a eae 90 1,991.07| 4,005) $219,184,400 | $172,031,620 | $388,227,000 | $138,240,400 | $607,411,400 | $310,272,020 
WESTERN STATES: 
PANIZ One een eeicd. a 5 57.50 41| $2,715,000 $2,550,000 $100,000 $50,000 $2,815,000 $2,600,000 
COPA Nidan lt eS 45 2,250.59} 4,241); 363,250,000 331,642,300 640,887,500 143,604,500 | 1,004,137,500 475,246,800 
COlOTBGO. asc es. 16 449 85 735 49,000,000 19,429,400 66,848,000 29,671,000 115,848,000 49,100,400 
NOABON eon ons. eee 5 88 .00 54 8,900,000 4,784,000 5,750,000 1,413,000 14,650,000 6,197,000 
ETT eae 15 258 .95 370 6,750,000 5,683,220 10,330,000 6,013,000 17,080,000 11,696,220 
Monfana.3.cc sine qt 154.68 166 4,044,615 3,179,615 2,500,000 1,890,000 6,544,615 5,069,615 
Webraskas: scss0.ce.. 6 242 50 550 23,850,000 12,647,500 15,580,000 11,449,000 39,430,000 24,096,500 
INGV RUA Fbcsce oa bens 2 10.30 12 2,000,000 1,042,000 1,000,000 135,000 3,000,000 1,177,000 
New Mexico......... 3 10.50 11 550,000 400,000 450,000 150,000 1,000,000 550,000 
North Dakota si 23 .50 59 450,000 440,000 300,000 200,000 750,000 640,000 
Oklnhboma.!) cs... . 15 231.86 281 22,000,000 10,046,300 21,400,000 7,241,000 43,400,000 17,287,300 
Oregon Eo Sno ee roe q 399.89} 1,223 61,610,000 40,740,000 161,492,000 47,960,000 223,102,000 88,700,000 
South Dakota........ 3 20.00 32 1,000,000 600,000 500,000 200,000 1,500,000 800,000 
SOS ICE ee ee eee 29 642.72) 1,048 39,870,000 32,454,700 39,388,000 23,433,000 79,258,000 55,887,700 
as ae ee 4 241 .30 341 12,300,000 7,877,725 21,750,000 6,996,000 34,050,000 14,873,725 
Washington nee ae ee 19 931.79} 1,947 74,515,000 61,463,900 107,200,000 44,095,000 181,715,000 105,558,900 
Wyoming A ate etalon. « Q 22 .00 21 75,000 75,000 20,000 20,000 95,000 95,000 

Reo Pe ge oe el 186 6,035 .93] 11,132) $672,879,615 | $535,055,660 |$1,095,495,500 $324,520,500 |$1,768,375,115 | $859,576,160 

AlliStatess acc: .cus 1,209 $3,267,960,542 82,433, 186,153 $4,780,793,516 |$2,424,334,538 


41,028 .49| 91,457 
| 


$8,048,204,058 $4,857 520,741 


represents the entire property, no effort was made to segre- 
gate a proportion for the electrified mileage. 
mileage and the motor cars and electric locomotives were 
included in the compilation, however, where these statistics 


were available. 


Ever since the publication of the first Red Book, formerly 
known as American Street Railway Investments and now 


The track 


panying table. 


known as the McGraw Electric Railway Manual, the ELEc- 
TRIC RAILWAY JOURNAL has compiled statistics of the elec- 
tric railway industry similar to those shown in the accom- 
These statistics have been published each 


year in the ELecrric RAILWAY JOURNAL and its predecessor, 
The statistics last year 


the Street Raitway JOURNAL. 
appear on pages 311 to 314 of the issue of Aug. 19, IQII. 


LI5& 


MEETING OF EXECUTIVE COMMITTEE OF TRANS- 
PORTATION & TRAFFIC ASSOCIATION 


A meeting of the executive committee of the American 
Electric Railway Transportation & Traffic Association was 
held at 29 West Thirty-ninth Street, New York, on Dec. 3. 
Those present were: Dana Stevens, president; M. C. Brush, 
second vice-president; H. A. Nicholl, third vice-president ; 
C. B. Buchanan and W. R. W. Griffin, members of the 
executive committee; H. C. Donecker, secretary, and C. D. 
Emmons, J. K. Choate, John E. Duffy, F. D. Norviel and 
W. H. Sawyer. The attendance of the latter five gentle- 
men was in accordance with the policy of the Engineer- 
ing and Transportation & Traffic associations this year to 
have present at the first meeting of the executive committee, 
so far as possible, the chairmen of the different committees 
so that they might discuss the program of their work with 
the executive committee. 

The purpose of the meeting was to draw up plans for the 
coming year and prepare instructions for the committees. 

The first committees considered were those on member- 
ship. Mr. Stevens announced that he had appointed D. A. 
Hegarty, New Orleans, chairman of the committee on mem- 
bership, and L. C. Bradley, Galveston, chairman of the 
committee on company membership. The latter is a new 
committee. The other members of these committees will be 
announced later. 

The committee then decided to hold its next meeting late 
in the day on Thursday, Jan. 30, the day before the banquet 
at the time of the midyear meeting of the association. The 
chairmen of the different committees will be requested to 
hold meetings of their committees earlier in the day on 
Jan. 30 or prior to that time, so that they can report to the 
executive committee at its meeting, Jan. 31 being the day of 
the midyear sessions of the American Electric Railway 
Association. 

It was then decided to consolidate the committees on city 
rules and interurban rules. It was believed that the general 
principles which these rules should embody had now been 
established and that the work of the rules committees during 
the coming year should be largely in the direction of har- 
monizing the city and interurban codes. It was believed 
that this could be done better by one committee than by two. 

President Stevens announced that F. A. Boutelle, Seattle, 
had been appointed chairman of the rules committee and 
that W. R. W. Griffin, Liverpool, Ohio, was vice-chairman. 
It was decided to have this committee consist of seven mem- 
bers, three representing the city roads and three represent- 
ing the interurban roads. The instructions given to the 
‘committee were to investigate further the extent to which 
rules have been adopted, prepare rules for prepayment 
operation, consider near-side and center-entrance cars, con- 
sider multiple-unit and trailer operation, prepare a code of 
fare box rules, investigate procedure when improper coins 
are presented, and consider “Car Full” signs, push buttons 
and rules for block signal operation. 

In connection with the matter of interurban rules Presi- 
dent Stevens said that the committee on transportation of 
the American Railway Association had agreed to meet with 
the committee of the Transportation & Traffic Association 
to consider the question of harmonizing the rules. Upon 
vote of the committee it was decided to ask General Harries, 
President Stevens, J. N. Shannahan, F. A. Boutelle, W. R. 
W. Griffin and J. K. Choate to serve on this committee. 

The next committee whose work was considered was that 
on express and freight traffic, of which F. D. Norviel, 
Anderson, Ind., is chairman this year. The committee was 
instructed to consider whether a standard set of class rates 
on a mileage basis for express and freight could be drafted, 
not necessarily for adoption by all of the members of the 
association but as a guide to them in the adoption of rates. 
Other subjects suggested for the work of this committee 
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were: classifications and exceptions to such classifications, 
weights and inspections, franchise restrictions on the trans- 
portation of freight, freight claims, auto-truck service, pick- 
up and delivery service and the effect of the parcels post. 

The next committee whose work was considered was that 
on fares and transfers. The subjects to be considered are: 
methods of simplification of lap-over zone fare, fare boxes, 
metal versus paper tickets, accounting for free passengers, 
advertising on transfers, company printing, different 
methods of registration and accounting for fares on both 
city and interurban lines and the blanks and forms used 
in this work. . 

President Stevens announced that he had appointed as co- 
chairman of the joint committee on statistical unit for car 
operation C. B. Buchanan, of Richmond. Instructions for 
this committee included that of continuing the work of last 
year’s committee and of considering the cost per ton mile 
per car hour as a suggested unit. 

The subjects assigned to the committee on training trans- 
portation employees included: discipline, methods of deal- 
ing with employees, the cost of training men, the results of 
changes in personnel with particular relation to accidents, 
prevention of accidents, safety movement and methods of 
co-operation with claim department. C. B. Wells, Denver, 
Col., was appointed chairman of this committee and C. E. | 
Learned, Boston, was appointed vice-chairman. 

The work of the committee on schedules and timetables 
will be in charge of J. E. Duffy, Syracuse, chairman, and 
among the subjects suggested for the work of this com- 
mittee during the coming year were: checking up short 
trips, methods of keeping time, forms of detention reports, 
information to be shown on interurban timetables, traffic 
ordinances, near-side stops and the standardizing of car 
signs. 

After a discussion on the subject of train operation with 
W. H. Sawyer, who was co-chairman last year of the joint 
committee with the Engineering Association on train opera- 
tion, the executive committee decided that it would be 
desirable to have two committees on this subject, one to 
consider train operation for city service and the other for 
interurban service. Mr. Sawyer was requested to serve for 
the Transportation & Traffic Association as co-chairman 
of the joint committee to consider this subject for city 
service, and President Stevens was instructed to confer with 
the Engineering Association as to whether it wished to 
appoint a second committee or to authorize its present com- 
mittee to confer with the two committees of the Trans- 
portation & Traffic Association on this subject. 

The subjects suggested for the consideration of the com- 
mittee on passenger traffic were: use of the association 
office for companies’ advertising literature; factory closing 
hours; industrial development, (a) location of industries, 
(1) inducements offered, (2) co-operation of local board 
of trade; (b) colonization, (1) co-operation of real estate 
men, (2) maintenance of real estate bureau; basis of rates 
for special car tariffs, namely, fares, car miles, car hours; 
passengers riding in front vestibule of closed cars; 
methods of advising the public of timetable changes; the 
use of the motor bus; advertising when new features are © 
introduced; free transportation; standard forms of cards; 
parks. F. G. Buffe, Illinois Traction System, Peoria, IIL, 
was appointed chairman of this committee. 

M. C. Brush, Boston, was continued as chairman of the 
committee to develop uniform definitions for terms used in — 
the transportation department of electric railway companies. — 

C. D, Emmons, South Bend, Ind., was reappointed co- — 
chairman of the joint committee on block signals to worl 
with the Engineering Association committee on this subject 
The committee was requested to continue its investiga’ 
of the following subjects: use of continuous track cir 
for the control of automatic signals for high-speed it 
urban service; recommendations for signaling single 
suburban railway with headway between five ar 
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minutes and speed not exceeding 20 m.p.h.; recommenda- 
tions for signaling double-track suburban railway with 
headway between one and ten minutes and speed not 
exceeding 30 m.p.h.; recommendations for signaling single- 
track interurban railway with headway not less than one 
hour and speed from 40 to 60 m.p.h.; recommendations for 
signaling single-track interurban railway with headway as 
frequent as fifteen minutes with trains in several sections 
and speed from 40 to 60 m.p.h.; recommendations for sig- 
naling double-track interurban railway with headway as 
frequent as five minutes and speed from 40 to 60 m.p.h.; 
digest of laws and rulings; study of installations. 

J. K. Choate, Morristown, N. ]., was appointed co-chair- 
man of the joint committee with the Accountants’ Associa- 
tion on express and freight accounting, and the instructions 
to this committee -were to continue express and freight 
expenses classification,’ to develop express and freight 
revenues classification and to define a ton mile. 


TRACKLESS TROLLEYS IN GREAT BRITAIN 


The accompanying views show trackless trolley cars on 
three of the four lines of this kind of road now in operation 
in Great Britain. The last to be established was at Rother- 
ham on Oct. 3. A line was put in operation at Dundee 
during September, but the other two lines, at Bradford and 
at Leeds, have been in service for more than a year. 

At Dundee the line is a little over a mile in length and 
forms a connection between two tramway routes. At each 
end the overhead wires are in a loop, and at one end the 
cars are turned in a radius of only 16 ft. Two cars are in 
use, each equipped with two 20-hp motors, connected by 


‘worm gearing to a countershaft which drives the rear axle 


by chains. The cars are owned by the municipality, which 
also operates the trolley system, and the trackless trolley 
cars are arranged so that they can run to the carhouse 
over the tramway tracks. At that time one pole is pulled 
down and a special ground connection is made to the rails. 
At Rotherham three cars are used, and the route is an 
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platform from the road 2 ft. 8 in. 
8000 Ib. each. 

The cars are equipped with solid rubber tires, single on 
front and twin on rear wheels, and they have the usual 
mileage guarantee. The trolleys are an improved design 
and automatically permit the cars to deviate for a consider- 


The cars weigh about 
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Trackless Trolley Car at Rotherham 


able distance from the space directly under the overhead 
wires and yet not produce any side pressure on the trolley 
wires. This is shown in one of the views. 

The equipment in each case was installed by the R. E. T. 
Construction Company, Ltd., of London and Leeds, which 
also installed the lines in Leeds and Bradford and has just 
secured a contract from the municipality of Boksburg, 
South Africa. The managements at Leeds and Bradford 


Trackless Trolley Car at Dundee 


extension of one of the tramway lines, about 6 miles in 
length. The traffic on this route was not considered suf- 
ficient to warrant the installation of track. In each case 
the overhead construction cost about £1,000 per mile. The 
length of the cars over all is about 22 ft. and the height 
about 10 ft. The wheelbase is 13 ft. and the height of the 


Trackless Trolley Car at Leeds 


are considering the advisability of making extensions in 
the immediate future to the existing overhead contact sys- 
tem, thereby increasing the operating radius of the present 
equipment. The only outlay involved in such a case is, of 
course, that for the overhead construction, and extensions, 
in consequence, are not handicapped by heavy fixed charges. 
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THE STANDARD CODE FOR POWER PLANT TESTS 


A valuable contribution to the literature on power station 
operations is contained in the report of the committee on 
power tests presented Dec. 5 at the annual meeting of the 
American Society of Mechanical Engineers. Aside from 
its importance in establishing standards, the report is a 
collection of all the information necessary for making a test 
upon any kind of power-producing machinery, and notwith- 
standing the vast extent of the field, the report is in most 
surprisingly condensed form. 

The subject matter is divided into three parts, of which 
the first is a set of general instructions for testing opera- 
tions. This includes a series of brief descriptions covering 
the apparatus and instruments recommended for different 
operations, together with instructions for their use. As an 
example of the completeness of the report, among the 
methods described for measuring steam flow is included a 
table showing the weights of steam discharged through a 
given orifice with various pressure drops. There are, how- 
ever, no positive recommendations for smoke determination, 
although the Ringleman smoke charts and several other 
methods are briefly described. 

Another part of this section is devoted to a statement of 
the standard units recommended as a basis upon which to 
express capacities and efficiencies of power generating 
apparatus. Although the committee recognizes the recently 
proposed “myriawatt” as a unit for steam boilers by men- 
tioning it in a footnote, in the body of the report the 
measurement of the boiler capacity is expressed only in 
terms of the weight of water evaporated from and at 212 
deg. per hour. The expression “boiler horse-power” is 
sanctioned for stationary boilers, but also only by mention 
in a footnote. Steam turbines delivering mechanical power 
have been distinguished from turbo-generators in the list 
of standards by the use of the brake horse-power at the 
shaft as the unit of capacity for the former and of the 
kilowatt-hour for the latter. Engine-driven generators are 
included with turbo-generators, and in both cases the exciter 
output is excluded from that of the machine, power for 
separate excitation being considered the same as if directly 
connected and deducted from the total output. 

An interesting recommendation in this part of the report 
is that covering reserve capacity for power plant apparatus, 
or, in other words, the excess capacity which it should have 
over and above the commercial or manufacturer’s rating. 
These reserve capacities are recommended to be 33 per cent 
for boilers using standard fuel and 25 per cent for steam 
engines and turbines with normal boiler pressure, together 
with the ability to deliver rated capacity at a boiler pressure 
15 per cent below normal. For pumping engines a reserve 
power of 20 per cent is advocated, and the same percentage 
applies to gas producers and gas and oil engines. Water- 
wheels, however, are required only to have a reserve of 10 
per cent at the specified head of water. 

The second section of the report includes standard codes 
of rules for different classes of apparatus, each of which is 
elaborated sufficiently with instructions to enable a test to 
be carried out in all necessary detail. The individual codes 
are, of course, revisions of the older standard codes, which 
are in this report brought up to date and, in consequence, 
differ but little from the previous form. The value of 970.4 
b.t.u. as the latent heat of evaporation for steam, instead 


of the time-honored figure of 966, is used throughout the 
boiler code. 


The report concludes with a series of appendices giving 
more elaborate descriptions of instruments and methods 
than are covered by the first section on general instructions. 
Among these are several devoted to the analysis of heat 
losses of the reciprocating steam engine, and a reference ‘is 


made to the British standard of engine economy, the use of 
which is, however, made optional in the complete standard 
code and omitted altogether in the short form. 
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INJUNCTION RESTRAINING ENFORCEMENT OF 
REDUCED FARE ORDER IN SUPERIOR, WIS. 


E. R. Stevens, judge of the Circuit Court of Dane County, 
Wisconsin, issued an injunction on Nov. 30 restraining the 
enforcement of the order of the Railroad Commission of 
Wisconsin directing the Duluth Street Railway to sell six 
tickets for 25 cents. The injunction is to be in force until 
a final determination of the case is reached in the courts. 
In the court proceedings which preceded the issuance of 
the injunctional order the company was represented by 
W. R. Foley, its attorney, and Miller, Mack & Fairchild, 
Milwaukee, of counsel. The commission was represented 
by Russell Jackson, deputy attorney general, and Louis 
Hanitch of counsel. ; 

The court directed the company, beginning on Dec. 4 
and continuing so long as the restraining order should be 
in effect or until such earlier date as might be provided 
hereafter by the court, to deliver to each person purchasing 
five tickets for 25 cents a coupon reading substantially as 
follows: 

“Save This Coupon. 
“Tue DuLuTH STREET RAILWAY CoMPANY. 

“This coupon is issued pursuant to an order of the Circuit 
Court of Dane County. When adjudged by a court of com- 
petent jurisdiction this coupon will be accepted in payment 
of one fare within the limits of the city of Superior, and 
subject to such further restrictions as may be provided in 
said adjudication. This coupon will be void if the order 
of the Railroad Commission of Wisconsin, made Nov. 13, 
1912, on complaint of the Commercial Club of Superior, 
providing for the sale of six tickets for 25 cents is set aside 
or vacated.” 

The company was also directed by the court to perform 
the terms stated on the receipt. It was instructed further 
to file bonds for the benefit of purchasers of tickets pro- 
vided that the aggregate liability should not exceed $15,000. 


CHICAGO BOARD OF ARBITRATION PROGRESS 


Little progress has been made toward completing the tes- 
timony before the board of arbitration sitting for the Chi- 
cago City Railway and its trainmen during the past week. 
Judge Kickham Scanlan, arbiter for the employees, and W. 
D. Mahon, president of the trainmen’s union, along with 
an expert accountant, have been examining the accounts of 
the Chicago City Railway Company during the past week 
and no sessions of the board have been held. The recess 
was taken in order to permit Justice Orrin N. Carter, chair- 
man of the board, to attend a session of the State Supreme 
Court and at the same time allow the other members of the 
board to examine the books of the railway company. It is 
understood that both sides are becoming weary with the 
long-drawn-out proceedings and will make every effort to 
bring the investigation to a close as quickly as possible. 


PROGRESS ON BOSTON TUNNEL 


Rapid progress is being made by the Boston Transit 
Commission upon the first section of the new subway to be 
built under Winter Street, in the heart of the shopping 
district, by which the train service of the Cambridge sub- 
way will later be extended to the South Station and to 
Andrew Square, Dorchester. The first section of the ex- 
tension reaches from the present Park Street station on 
Boston Common to the intersection of Washington and . 
Summer Streets. About two-thirds of this work is now 
completed, including a portion of the roof. It is expected 
that the inauguration of electric train service bet 
Harvard Square, Cambridge, and the South Station 


reduce the running time by at least ten minutes. 


DECEMBER 7, 1912.] 


A NOVEL STORAGE BATTERY SERVICE CART 


The Third Avenue Railway has recently built a novel 
three-wheeled dump cart, especially designed for handling 
the refuse which is daily cleaned out of the underground 
trolley conduits installed on its lines in New York City, 
where overhead trolley wires are not permitted. On these 
lines a considerable amount of dirt is swept or washed 
by rains into the slot between the rails through which ex- 
tends the contact plow for collecting current from the 
energized rails in the conduit. A special car equipped 
with a scraper running in the conduit is run over the 
lines each day, and this scrapes all refuse along the con- 
duit to the large receptacles or manholes which are located 
at intervals along the route. From these manholes the 
refuse is shoveled into dump carts and hauled to the city 
dumps. 

The use of storage battery motive power for this ser- 
vice was a natural procedure for the Third Avenue Rail- 
way on account of its wide experience with storage bat- 
tery surface cars on some of its short cross-town lines, and 
with this end in view T. F. Mullaney, chief engineer, has 
had a standard dump car rebuilt and electrically equipped. 
The new car has a 2-ton steel body practically balanced on 
side trunnions in order to dump toward the rear. From 
the rear axle a channel-iron frame extends forward, the 
members converging to the head for the vertical steering 
‘column for the single front wheel. 

The drive is most ingeniously arranged from the front 
wheels by the use of a Couple-Gear Freight-Wheel Com- 
pany’s motor and transmission, which is contained within 
the wheel itself. With this device the motor wheel has two 
circular plates instead of spokes extending between the 
hub and the rim, and the plates are bolted to the rim 
with a water-proof and dirt-proof joint. In the space 
between the two plates is a 3-hp d. c. motor held with the 
armature shaft in a horizontal position by means of axle 
stubs, or arms, on the motor pole castings which extend 
through holes in the center of each plate and fit into keyed 
holes in the arms of the fork from the steering column. 
The axle stubs do not revolve, as they are keyed firmly 
to the arms of the fork which spans the wheel, the wheel 
plates being equipped with bearings and revolving on the 


Storage Battery Service Cart—View Showing Body in 
_ Position for Dumping the Load 


axle stubs. Thus the motor frame with which each axle 
stub is forged as an integral part is held stationary and 
prevented from movement in any direction. The arma- 
ture shaft of the motor carries a pinion at each end, and 
these pinions mesh with annular gears attached to each 
wheel plate near the periphery. The shaft is set at a 
eabent angle so that the two pinions mesh on opposite sides, 
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each pinion pulling on a separate gear, in order to permit 
rotation. The connecting wires between the storage bat- 
tery and the motor are carried through a hole in the 
center of one of the axle stubs after first passing through 
a controller under the driver’s seat, the controller handle 
extending through the seat at the left of the operator. 
The battery is hung from the channel-iron frames just 


Storage Battery Service Cart—View Showing Electrical 
Connections to Front Wheel Drive 


back of the front wheel. A brake of the usual type found 
on light trucks is installed. 

With the exception of the “couple-gear”’ front wheel, 
the cart was built complete in the Third Avenue Railways 
shops under the direction of T. F. Quinn, assistant chief 
engineer. Even the storage battery was one which had 
been previously purchased for temporary use in a different 
class of service. While the cart is primarily intended for 
handling scrapings from the underground trolley conduit, 
its manifest advantages over horse-drawn carts or hand 
trucks make it available for the collection of sweepings 
from the company’s shops and carhouses and in fact indi- 
cate the probability of its use, when the need arises, for 
distributing bulk material of all kinds. 


TROLLEY LIGHT FREIGHT ADVOCATED IN 
PENNSYLVANIA 


A report on the relation of trolley light freight service 
to the cost of farm produce has recently been rendered to 
Morris L. Cooke, director of public works, Philadelphia, by 
Clyde L. King, Wharton School of Finance & Commerce, 
University of Pennsylvania. The report was made under 
the direction of Mayor Blankenburg and recommends the 
development of a through trolley freight service between 
the farming regions within a radius of 50 miles of Phila- 
delphia and the establishment of trolley freight depots in 
different sections of the city so that produce may be 
shipped direct from the producer to the consumer, the 
markets and the’retail stores. The report also recommends 
other changes in the city’s policy as to markets, including 
the withdrawal of restrictions upon bona fide farmers who 
may wish to sell in Philadelphia and the regulation of 
existing markets. 

Mr. King has compiled some very interesting statistics 
on the price received by farmers for different kinds of 
produce, the cost of transportation and the profits made 


_ by the jobber, wholesaler and retailer before the consumer 


is reached. In the thirteen articles of farm produce con- 
sidered the excess in price paid by the consumer over the 
price received by the producer ranged from 67 per cent to 
266 per cent, the average being 136 per cent. 
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The report then refers to the interurban lines which 
could be used for this service and quotes the freight rates 
charged by some of them, One serious difficulty in the 
Philadelphia section is the difference in gages and in wheel 
tread and flange dimensions. Mr. King does not think 
these insuperable obstacles, even if some freight is to be 
transshipped. 

In regard to the cost of hauling by team within the city, 
the charge is from 25 cents to 50 cents per ton mile, and 
investigation has shown that, with rare exceptions, those 
sections of the city farthest from the existing freight 
terminals are the ones in which the highest price for 
produce is charged, At present. there are three trolley 
freight terminals in Philadelphia, one at Front and Market 
Streets, one at Sixty-third and Market Streets and one at 
Eleventh and Huntingdon Streets. Desirable locations for 
terminals are mentioned. 


COMMUNICATIONS 
GALVANIZED LINE AND FENCE MATERIAL 


Joun A. Roesiinc’s Sons Company, 
Trenton, N. J., Nov. 23, 1912. 
To the Editors: 

An editorial in a recent issue of the ELecrric RatLWAy 
JOURNAL entitled “Galvanized Line and Fence Materials” 
contains much that is worthy of consideration by users and 
manufacturers of wire. There are, however, some state- 
ments in the article which do not distinguish between 
different kinds of galvanizing and which may be mislead- 
ing. 

Your editorial begins with a reference to “recent observa- 
tions of galvanized line material as well as galvanized 
woven wire and barbed wire for fencing,” which it is stated 
show that “the increased life obtained from material so 
protected is slight.” The conclusion is correct in its applica- 
tion to the kind of galvanizing ordinarily applied to barbed 
wire and common grades of fencing, but it is incorrect in 
its application to wire protected by a heavy coating of zinc, 
or, as it is termed irf trade parlance, “double-galvanized.” 
For years the firm with which the writer is connected has 
urged the economy of “double galvanizing” and warned 
against using thinly galvanized wire for line wire or span 
wire. It has pointed frequently, as does your editorial, to 
the rusting of ordinary fencing as an evidence of the lack 
of protection afforded by poor galvanizing and has em- 
phasized the fact that protection can be obtained only from 
a heavy coating of practically pure zinc spelter, 

This recommendation has been thoroughly substantiated 
in recent years by the work of William H. Walker on “The 
Testing of Galvanized and Other Zinc-Coated Iron,” as 
published in the Transactions of the American Society for 
Testing Materials, and the results obtained by actual ob- 
servation on sample panels of fence, galvanized in various 
ways and exposed for a long period of time to atmospheric 
corrosion near Pittsburgh, Pa. 

“Double-galvanized” wire costs more than the other kind, 
and because of this many buyers will not pay for such wire 
to use for fencing. Usually, however, the buyer of line 
wire or span wire is more particular; he appreciates the 
importance of using heavily galvanized wire. Where such 
wire does not outlast common fence wire, used under any- 
thing like similar climatic conditions, it shows one of two 
things: either the buyer has practised a false economy in 
buying thinly galvanized wire or he has been the victim of 
some unscrupulous dealer who has misrepresented the 
quality of the galvanizing. 

The writer takes issue with the statement in your editorial 
that the best results cannot be obtained from the hot gal- 
vanizing process tor wire. They not only can be but are so 
obtained, and no other process has been yet developed which 

“ . 
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equals, as a protection for wire, heavy and properly ap- 
plied coatings of pure zinc spelter. It has» not been 
demonstrated that the sherardizing process is practical for 
wire protection, and until this or some other process is 
developed far beyond present limitations it will be neces- 
sary to look to good galvanizing for the protection of bare 
wire. 

Such heavy galvanizing is applied now to much of the 
line wire in use and should be applied to all. The same : 
kind of galvanizing can be readily applied to fence wire 
also, and this is not infrequently done, It must be ad- . 
mitted, however, that in most cases buyers of fencing pre- 
fer the poorer galvanizing at the lower price. 


Harotp J. Horn, E. E. 


HIGH-SPEED RAILROADING 


NewsurcH, N. Y., Dec. 4, 1912. 
To the Editors: 

In a recent editorial on “High Speeds and Electric Trac- . 
tion” you point out that the “highest speeds on record in 
railroading were reached in the Zossen tests and were 
upward of 125 m.p.h. The principal reason why this speed 
was possible is said to be the fact that the driving power 
was distributed over a comparatively large number of axles, 
thus avoiding the concentration of weight on any small 
group of axles, as is the case with our modern locomotives, 
both steam and electric. But did not the Zossen engineers 
have to stop their tests after reaching about 100 m.p.h. and 
strengthen the track before they dared force the speed 
higher ? 

Undoubtedly progress is being made in electric locomo- 
tive design toward easing the strain on the track, and it is 
said that this tends to increase the factor of safety of the 
track. That may be so, but where is that factor to-day? 
What engineer can calculate the factor of safety of a high- 
speed train, or of the track beneath it, with any degree of 
accuracy? ‘. 

While improvement in locomotive design is commendable, 
it will hardly attain the object sought. The most obvious 
and direct way to increase the factor of safety of the track 
is to strengthen the track itself. The engineering world is 
rapidly approaching the point where this must be done. 
There is no reason to shy at rails weighing 200 Ib. per 
yard. Think of the enormous weight and mass of a modern 
passenger train traveling at 70 to 80 m.p.h. with its wheels 
running on a rail head 2% in. wide and a wheel flange 1% 
in. deep to prevent the whole mass from plunging to 
destruction! When we come right down to the facts, was 
not that very thing, combined with a frost-heaved track, the 
cause of the wreck of one of our fastest trains last spring? 

Looking further into the future, when heavier rails, more 
securely fastened to the substructure, come into use and 
safer designs of wheels are employed, but speeds go on 
increasing, it is a question what recourse then remains. 
Will it be the broadening of the present standard gage to 
6 ft. or 7 ft.? Under present conditions, the financial 
interests will undoubtedly say such a step is impracticable 
from a commercial viewpoint. Fortunately we have not got 
to face that question yet. Considerable progress is still 
possible in the direction of increasing track abe ang 
reducing wheel loadings. 


enamel on the cars of the Fort Dodge, Des M 

Southern Railroad has materially reduced the labor 
sary to keep them clean and sanitary. The clean 
ance has also had a ees effect in» iallecnee 
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AN IMPROVED FORM OF RECIPROCATING ‘TRACK 
GRINDER 


The reciprocating type of rail grinder for removing cor- 
rugations or battered joints in street railway track manu- 
factured by the Railway Track-work Company, Philadel- 
phia, has recently been redesigned upon the basis of the 
experience gained through six years of experience with 
the original arrangement. The salient features of a flat 
grinding surface having a 2-ft. reciprocating motion, to- 
gether with an arrangement of auxiliary wheels of large 
diameter permitting rapid removal and replacement on the 
rails while cars are passing, have, however, been retained. 
To these features, in fact, the manufacturers ascribe the 
success of the machine, because they claim that in grind- 
ing out corrugation or cups a long, straight grinding 
surface which bears only upon the high spots removes 
the least possible amount of metal necessary to accomplish 
the result desired. 

In the old type of machine des¢ribed in the ELecrric 
RaiLway JourNAL in April, 1909, there was employed as 
the reciprocating element a very heavy cast-iron block 
carrying the grinding bricks, and the bricks were pressed 
against the rail by the weight of this block. In the im- 
proved machine the reciprocating parts are made very 
light, and an adjustable spring pressure is applied to bring 
the bricks down to their work. In consequence, the ma- 
chine can run faster and the wear and tear is much less 
than before. The whole weight of one end of the machine, 
if desired, may be brought to bear as working pressure 
without the need of increasing the reciprocating weight. 
This change has enabled the designers to dispense with 
the old cam motion, which was always troublesome, and 
to substitute therefor a simple crank drive. ‘This has also 
eliminated all gearing in the transmission. The gearing 
was always noisy and subject to criticism, and in the new 
machine there is employed a simple Morse silent chain 
drive which meets the conditions very satisfactorily. In 
addition to its lighter weight, the present brick holder is 
much simpler than the original, as the designers have dis- 


ELECTRIG-RAILWAY JOURNAL 


1163 


resulted in reducing the total weight of the machine to 
3000 lb. The hoisting gear for transferring the weight of 
the machine from the track wheels to the derailing wheels 
and vice versa has also been simplified and improved. One 
feature of the present gear is that the hoisting crank can- 
not possibly run free under any circumstances and it is only 
necessary to turn the crank in one direction or the other 


Reciprocating Rail Grinder—View Showing Idler Wheels 
on Track and Auxiliary Wheels for Derailment 


to perform the whole operation. This part of the mech- 
anism has in fact been made strictly foolproof. 

A detail, but an important one, which has been added is 
a water tank and convenient feed valve for supplying the 
water directly at the point needed. The use of water greatly 
facilitates the cutting, but there is nothing gained by an 
over-supply such as was permitted formerly when it was 
poured on the rail from a bucket. This useless waste of 
water only created an untidiness on the street about the 
work. Many improvements in minor mechanical details 
have also been made throughout the machine. Curves of 
the shortest radius may be ground and spirals may be exe- 


Reciprocating Rail Grinder—Views Showing Machine in Operation—Off Track with Car Passing—Replacing on Rails 
After Passage of Car 


pensed entirely with the inner brick-clamping frame, and 


the grinding bricks are now fed directly down to the rail 


without stopping the machine at intervals to reset them. 
_ The designers have also dispensed with the track brake, 
as the vibration due to the original heavy grinding block 
thas been so much reduced that the machine will now stand 
‘still enough without a brake. All of these changes have 


cuted as readily as plain curves. The track wheel at the 
grinding end of the machine is provided with a short hub, 
the remaining space being occupied by U-shaped removable 
collars of varying thickness, secured by cotter pins. It 
is therefore only necessary to place the proper collars on 
the wheel axle, shifting them from one side to the other 
of the track wheel to accommodate any curve and by the 
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variety of thicknesses supplied any desired refinement of 
adjustment may be secured. The derailing device permits 
the machine to clear a car in forty seconds time, counting 
from the cessation to the resumption of grinding. This 
feature avoids all use of cross-overs with attendant ex- 
pense and inconvenience, the rerouting of cars or the 
transferring of passengers, and it naturally establishes 
satisfactory relations with city officials, abutting property 
owners and the public generally. 

The accompanying halftones show the machine in dif- 
ferent positions during its derailment while a car is passing 
and its replacement after the car has passed. 


REVERSIBLE CONTROLLER FINGER 


An ingenious form of reversible controller finger was 
exhibited at the Chicago convention of the American Elec- 
tric Railway Association last October and is illustrated in 
plan and section herewith. It was developed in England 
by Calorlac, Ltd., and has been used extensively in that 
country and in Canada. Richard Russell, of Toronto, the 
owner of the patents in the United States and Canada, is 
now building a factory at Niagara Falls, N. Y., in addition 
to his Canadian factory at Toronto, and expects the same 
success with this device in the United States as abroad. 

The construction is simple. The wear is taken up by the 
cylindrical tip shown at the end of the spring. This tip 
can be reversed when it is worn on one side, and when both 
sides are worn only 1 oz. of copper scrap is left. A new 
tip is then substituted. The tip can be pressed on and off 
by the finger, but when in position is locked as firmly as if 
brazed on. The finger or spring portion of the device is 
made up of a phosphor bronze strip, to act as the spring, 
and several copper laminations which are adequate in con- 
ductivity to carry any load which will be put upon them. 
The use of a spring finger of this length gives a delicate 
yet definite contact and reduces the wear and tear on the 
controller surfaces. The use of a long gradual spring of 
this kind also makes it much easier to keep the set screw 
tight, because there is no tendency, as in the ordinary finger, 
for the screw to work loose. When the finger is once fitted 


Reversible Controller Finger 


on the controller it is not necessary ever to take it off, as all 
adjustments and renewals can be made by the set screw and 
a pair of hcok-nosed pliers. Possibly the greatest saving 
is that it is not necessary to take cars and motors out of 
commission for the renewal of fingers, etc., because all 
adjustments are the work of a few minutes only. Finally, 
as a standard size has been adopted for all parts, the only 
stock required is some removable tips. 

Mr. Russell reports a large number of trial orders already 
for this device. 


i 
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NEW ELECTRIC LOCOMOTIVE FOR SPOKANE 


A 50-ton standard-gage Baldwin-Westinghouse electric 
locomotive, to be used purely for yard service, has re- 
cently been furnished to the Spokane & Inland Empire 
Railroad Company for the Spokane yards. The equipment 
consists of four Westinghouse No. 301-D-2 motors, geared 
with a ratio of 17:60 to 37%-in. wheels. The nominal 
rating of the motor is 100 hp at 600 volts and 150 amp. The 


? 
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Electric Switch Locomotive for the Spokane & Inland 
Empire Railroad 


motors are permanently connected two in parallel, the 
groups being connected in series and parallel with each 
other. HL electro-pneumatic control is used. 

A double and E. L. type automatic brake equipment is 
employed and air for the braking and control systems is sup- 
plied by two motor-driven compressors. A hand brake is 
provided for holding the engine when it is stored up 
in yards. 

The locomotive is designed to traverse curves of 34-ft. 
radius when running without a trailing load. The trucks 
are of the equalized pedestal type, with square frames 
forged in one piece and rigid bolsters of cast steel. The 
pedestals are provided with removable shoes, which can 
easily be replaced when worn. The longitudinal frame sills 
are four in number, consisting of 12-in. channels. The 
diagonal bracing consists of 11%4 x 6-in. bar iron. The frame 
bolsters, which carry the truck center pins, are 1% in. x 
I5 in. in section and are braced by flanged plates which are 
riveted to them and also to the longitudinal sills. The cab 
is of steel and centrally located. It has a length of 12 ft. 
and a width of 9 ft. 3 in. and may be entered from either 
end. Controlling equipment is installed in duplicate, the 
locomotive being arranged for double-end operation. A 
sloping hood is placed at each end of the cab and houses 
the control switches and other equipment. . 

The principal dimensions are as follows: 


Width os soteis.eg cis) eatin ge, cgeldestalie state eet at destnitnaln state iets btwn | 9 ft. 6 in 
Height to top of cabin ws usieele aie eae . 
Length between coupler knuckles 

heelbase, rigid «..ssisidis «ee accuteyenie cee 
Total wheelbase: 052s » salsa terme teat naman eect 
Distance between truck, centers. «sis sumpireelt «-4)s sen eeaineet 
Driving wheels, diameter outside 
Driving wheels, diameter centérs+..cnseeewess sss vlseeieue seen 
Journals: 2. «« se «save ain lclesie ie altel eee een nena lel ee 
Weight occa ois suleitlovsis a ea nipinteieianets tate leleteieatnne ate ote’ ferent amano 


The motors and auxiliary apparatus have sufficient 
capacity to enable the locomotive to exert continuously a 
tractive effort of 9400 lb. with 600 volts at the motors, with — 
average wheel diameter of 36 in. It will also exert a 
tractive effort of 16,000 lb. at approximately 9.2 m.p.h. with 
600 volts at the motors. With clean, dry rails it will | 
able to exert momentarily a maximum tractive effort « 
25,000 Ib. F ‘ 5 : Aaa 
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A SINGLE-AXLE TRUCK FOR ELECTRIC RAILWAY 


CARS 


The Peckham Truck Company, of London, recently 
equipped several cars of the Southend-on-Sea Corporation 
Tramways in England with a novel form of radial truck. 
The radial action is obtained by roller bearings interposed 


between the axle boxes and supporting links which carry 
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the motor and the brake beam. The brake rigging, which 
is of the Peckham compound type, is operated by pull rods 
extending between the trucks in the usual manner but is 
attached to the rigging for each brake by means of a curved 
yoke upon which slides a small sheave, thus permitting 
movement of the brake beam from side to side without 
applying the brakes and without causing any binding on 
account of the angularity of the pull from the brake rod. 
As applied to cars of moderate length ordinarily equipped 


Single-Axle Truck—Application of Underhung Radial Axles to 40-ft. Car with 20-ft. Wheelbase 


the underhung springs, the roller bearings guiding the 
boxes as the wheels move laterally, so that a pressure on 
one of the flanges will make the wheels swing radially. The 
pendulum links which pass over the tops of the journal boxes 
are extended down below the axle and are pin-connected to 
members carrying springs, upon which is supported the 
entire weight of the car. These links through their pin 
connections permit slight lateral motions of the wheels 
caused by irregularities in the track without transmitting 
them to the car body so that the car as a whole may main- 
tain its general forward motion without nosing. 

The radial action obtained through roller bearings and 
swinging links is a device which the manufacturers have 
been developing during the past four years, and, following 
the successful demonstration of the principle as shown by 
the instalation at Southend, the designers have developed 
a radical modification consisting of a pony truck with but 
a single pair of wheels. This arrangement permits four- 
wheeled cars to be built with practically any desired dis- 
tance between the two axles, and the consequent increase 
in wheelbase makes possible the elimination of standard or 


Single-Axle Truck—Underhung Radial Axles Applied to 
Standard Car 


maximum-traction trucks on cars of any length without 
danger of galloping. It also eliminates the necessity for 
abnormally strong construction of the car body such as is 
required for a long single-truck car carried practically at 
the center and having overhanging ends. ; 
This latest development, known as the single-axle radial 
truck, is completely self-contained. In order to maintain 
the alignment of the motors and brakeshoes with the wheels 
and axles as they radiate, an auxiliary truck is arranged 
inside of the main truck frame, and upon this are supported 


with single trucks, the Peckham radial device is combined in 
a single truck as shown in the accompanying photograph. 
Such an arrangement practically consists in having the twe 
single-axle radial trucks as used on the larger cars joined 
together by their extended side frames. On larger cars the 
Peckham single-axle radial trucks are used as shown in the 
accompanying line cut, which is reproduced from a drawing 
of a 40-ft. car with a 20-ft. wheelbase. The manufacturers 
report, in fact, that cars of 45 ft. in length can be carried 
in this manner. Owing to the reduction in the number of 
wheels, bearings and other parts, it is claimed that the 
maintenance costs can be reduced 50 per cent. 

The elliptic springs give a spring support to the car sills 
for 8 ft. at each end on either side, so that a total length 
of 32 ft. of the side sills is directly supported. This fact 
permits the car body to be made appreciably lighter. The 
consequent general reduction in weight, together with the 
reduced rolling friction on account of the radial action of 
the wheels, is stated to reduce the consumption of current 
more than 25 per cent. 

At Southend, after a trial with both types of truck, the 
management has determined to reconstruct the trucks of all 
cars on the railway in accordance with the new designs, 
the single-axle trucks replacing the maximum-traction 
trucks and the truck illustrated in the photograph being 
used on the shorter cars. Both types were designed by 
Edgar Peckham, manager Peckham Truck Company, and 
well known in the United States for pioneer truck design. 


BOSTON & MAINE ELECTRIFICATION 


President Mellen of the New York, New Haven & Hart- 
ford Railtoad has filed a notification with the secretary of 
state of Massachusetts to the effect that the incoming 
Legislature will be asked for authority to abolish the Salem 
tunnel and grade crossings in that city and to electrify the 
Boston & Maine Railroad between Boston and Beverly, 
Mass., a distance of about 19 miles. The plan contemplates 
a four-track main line service through this important dis- 
trict at the north of Boston. W. H. Coolidge, counsel for 
the Boston & Maine company, recently stated at a hearing 
on the proposed abolition of grade crossings and the tunnel 
at Salem that the interests in control of the company are 
prepared to electrify the above section as soon as the im- 
provements outlined can be effected. 


In large metallurgical and reduction works there is some- 
times considerable advantage in using producer gas in place 
of coal, because the gas can be so easily piped from the pro- 
ducers to the different parts of the plant. This advantage is 
particularly marked where it is inconvenient to distribute 
coal to several boiler installations, and may result in a large 
financial saving. In fact, some writers believe that the 
distribution of producer gas from large central plants at the 
mines will become general within the next few years. 
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LONDON LETTER 


(From Our Regular Correspondent.) 


Sir Edgar Speyer, the chairman of the Underground Elec- 
tric Railways Company, London, has issued a statement to 
the effect that the company has arranged to take over the 
Central London Railway (the original “Twopenny Tube”) 
and the City & South London Railway, the first under- 
ground line constructed in London, The Underground Elec- 
tric Railways Company also proposes to take over the Lon- 
don United Tramways, which operates in the southwest of 
London, and the Metropolitan Electric Tramways, which 
operates in the north of London. In this way the Under- 
ground Electric. Railways will eventually control the fol- 
lowing companies: Metropolitan District Railway, Bakerloo 
Railway, Hampstead Railway, Piccadilly & Brompton Rail- 
way, London General Omnibus Company, Central London 
Railway, City & South London Railway, London United 
Tramways and the Metropolitan Electric Tramways. Sir 
Edgar Speyer states that these events are the natural de- 
velopment of the policy of the Underground Company to 
improve traffic facilities in London. The new acquisitions 
accord with the recommendations of the Royal Commis- 
sion on Traffic in further consolidating and co-ordinating 
services which, in Sir Edgar’s opinion, should never have 
been separate. James Devonshire will become the manag- 
ing director of the combined tramways, which will be 
operated in close co-operation with the underground system 
of railways and the buses. In the case of the City & South 
London Railway, to make it a useful adjunct to the other 
systems of tubes and railways it will be necessary to en- 
large the tunnels,-as they are too small to allow of inter- 
change of rolling stock with the other tubes. When this 
work has been completed it will be possible to travel from 
Golder’s Green, Highgate and Hendon in the north right 
through London to the extreme southwestern portions at 
Clapham reached by this tube, a physical connection being 
made at Euston with the Hampstead tube. 

The North Eastern Railway, which operates an electric 
railway in the vicinity of Newcastle, has under consideration 
a proposed extension of electrification to a portion of its 
system in County Durham. The section of railway under 
consideration is the mineral line from Shildon to Newport, 
near Middlesbrough. This section, which carries all the 
heavy mineral traffic from the Durham coalfield to the 
Newport yards, passes under the main line near Aycliffe, 9 
few miles north of Darlington, and joins the Ferryhill & 
Stockton Railway. The distance from Shildon to Newport 
is about 20 miles. The road is one of the busiest mineral 
railways on the North Eastern system. The details have 
not been settled definitely. 

The District Railway is continuing its improvements with 
the object of increasing its facilities for non-stop runs from 
the city to various suburban terminals. Alterations and 
improvements costing about £70,000 have been commenced 
at Earl’s Court station. The object is to carry the down 
Ealing line over the Wimbledon lines so as to relieve con- 
gestion and enable further development to be made in the 
service. Hitherto all the trains have had to cross on the 
level, involving delay, but with the new flying junction 
the service will be bettered greatly. By means of recon- 
struction, the company will get two lines to and from 
Wimbledon, which can be used as fast and slow lines if 
necessary. As the result of the widening of 11% miles of 
line between Hammersmith and Chiswick the company has 
been able to improve the service to Ealing. 

The Corporation of Edinburgh has adopted a recommen- 
dation of its tramway committee to the effect that the 
council should itself undertake to work the tramway sys- 
tem at the expiration of the lease of the Edinburgh & Dis- 
trict Tramways, Ltd. The Edinburgh Tramways is oper- 
ated almost wholly with the cable system, but on some 
of the suburban routes the overhead trolley is employed. 
On this account passengers have to change at various places. 
With the systems under the complete control of the cor- 
poration an attempt would probably be made to harmonize 
the working of the lines. 

-.The London County Council has ordered three petrol- 
electric tramcars to replace horse cars which are being run 
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in the Woolwich district. The experiment is to be made 
to discover a method of dealing with portions of the tram- 
way system where the borough councils object to over- 
head wires. The County Council regards the installation 
of the underground conduit system as too costly. The 
equipment for the new vehicles is being supplied by W. A. 
Stevens, Ltd., and includes engines, electric dynamos, mo- 
tors and controllers. While the new vehicles run inde- 
pendently of the overhead and conduit systems, they can 
be coupled up with both if necessary. ; 

Andrew Nance, the general manager of the Belfast Cor- 
poration Tramways, was presented with an illuminated 
address recently by the staff as an acknowledgment of 
his services in introducing the profit-sharing plan among 
them. In reply to the address Mr. Nance stated that the 
question of giving the employees of a municipal-commercial 
undertaking a financial interest in the undertaking was 
surrounded with many legal difficulties, but had been 
accomplished through the good will of every member of the 
Belfast Corporation. What had been decided upon was 
not profit-sharing or co-partnership. No municipal cor- 
poration could embark upon either of these. The conces- 
sion was in the nature of a bonus paid once a year to all 
the men as an addition to their regular emolument, the 
amount of which depended upon the net profit earned by 
the tramway. With the bonus each member of the staff 
received the standard wage for his services. He believed 
that a system which gave every man an incentive to good . 
work would result in more careful and intelligent direction | 
of his efforts and that there would be less waste and less 
friction, fewer stoppages, and, therefore, greater enterprise. 

The Mexboro & Swinton Tramways, encouraged by the | 
successful introduction of the trackless trolley by the Roth- 
erham Corporation, is promoting a bill in the present 
session of Parliament to secure power to establish a sys- | 
tem of trackless trolleys. Several routes will probably be 
equipped amounting in all to about 18 miles, and at first 
eight or ten cars will be needed. The National Electric 
Construction Company is promoting a bill in Parliament 
to enable it to instail trackless tramways in Folkstone, Che- 
riton, Sandgate and Hythe. The Morley Corporation has 
also decided to promote a bill in Parliament which, among 
other things, will include the right to construct a track- | 
less trolley from Drighlington to Wakefield. 

The Scarborough Town Council is considering the pro- 
posal of a syndicate to take over the present Electric Tram- 
ways Company’s business, and to equip the system with 
the trackless trolley. The Town Council of Chesterfield is 
also considering a system of this kind and proposes to 
install some eight different routes radiating from the center 
of the town and aggregating about 20 miles. It is pro- 
posed to extend the Leeds system of trackless tramways. 

The trackless trolley adopted by the Leeds Corporation . 
has now been in service for more than a year, and J. B. ] 
Hamilton, the general manager of the Leeds Tramways, 
in refuting a statement made at a. meeting of the Keighley 
Town Council that the trams were unsuccessful, said that . 
the system had been very satisfactory from the points 
of view both of the public and the Corporation, and that i 
proof that such was the case was to be found in the fact © j 
that application was being made to Parliament for power 
to extend the system over.several miles of road. _ 

A scheme for an express service is under consideration 
in Liverpool, the object being to connect the business cen- 
ters with the undeveloped outskirts of the city. It is sug- 
gested that from points where the heavy traffic ends the | 
cars should travel to the country and suburban districts at 
about 20 m.p.h. with very few stops. A proposal made by — 
Mr. Mallins, the Liverpool Corporation Tramways man- 
ager, in a report to the Southport Corporation on the tram- _ 
ways of that borough, is to run a line from Liverpool — 
along the coast through Southport across a 7-mile bridge 
over the Ribble éstuary, and Ainsdell and St. An i 
Blackpool. This would give a journey of 33 miles alo 
the seashore. a f OP ae ee. 

The Peterborough Electric Traction Company — 
solved to connect its tramway system with 
districts near Peterborough with motor omni 
is anticipated that a full service of 


omnibus 
early next year. . : Pts 
"Loe iy . "a oa 
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News of Electric Railways 


Rapid Transit Matters in New York 


Ground was broken on Noy. 30 on the Southern Boule- 
vard branch of the Lexington Avenue subway, New York. 
This branch runs from 135th Street and Park Avenue, 
through 138th Street to Southern Boulevard, through 
Southern Boulevard to Whitlock Avenue, through 
Whitlock Avenue to Westchester Avenue, and through 
Westchester Avenue to Pelham Bay Park. It will be a 
three-track liné, and will run underground up to a point in 
Whitlock Avenue and from there to the end of the line 
will be an elevated road. The contract on which work 
was begun on Nov. 30 is for the section from 138th Street 
and Alexander Avenue to about 147th Street. The con- 
tractor for the section is the John F. Stevens Construc- 
tion Company, whose bid was $2,253,281. 

A delegation of property owners from Queens Bor- 
ough called upon the Public Service Commission for 
the First District recently to urge immediate. construction 
of the proposed rapid transit lines in that borough. They 
were received by Chairman William R. Willcox and Com- 
missioners John E. Eustis and George V. S. Williams. 
Chairman Willcox told the members of the delegation that 
all of the Queens routes had been legalized except the 
extension of the Steinway tunnel and that the Long Island 
Railroad Company had consented to the construction of 
the Steinway line and full legalization now awaited only the 
consents of property owners on Ely Avenue. He also in- 
formed the delegation that the engineers of the commis- 
sion promised to have the plans for the Astoria line ready 
by Dec. 15 and that those for the Corona line would follow 
three weeks later. The chairman also said that as soon as 
the operating contracts are signed construction work on 
these lines can begin, and that the commission hoped to 
have these contracts ready to advertise for public hearing 
within a few days. 

Station locations on two of the proposed rapid transit 
lines in South Brooklyn have been announced by the com- 
mission. These lines are the present roads of the Brooklyn 
Rapid Transit System running to Coney Island and are 
known as the New Utrecht Avenue line and the Graves- 
end Avenue or Culver line. They will be reconstructed as 
elevated railroads and connected with the Fourth Avenue 
subway for operation by the New York Municipal Rail- 
way under the dual system. The station locations have 
not been finally approved, but it is probable that there will 
be few changes from the present list. 

Conferences between the Public Service Commission, the 
Interborough Rapid Transit Company and the Brooklyn 
Rapid Transit Company on the operating contracts for 
the dual system of rapid transit are drawing to a close and 
within a short time the commission will be able to adver- 
tise those contracts for public hearing. These are the con- 
tracts by which the companies mentioned will get an 
operating lease for forty-nine years upon the new subway 
and elevated lines in the dual system respectively allotted 
to them. This system will embrace more than 600 miles 
ot single-track underground and elevated railroad and will 
cost about $350,000,000. Aside from the contracts the com- 
mission is pushing work on many of the details of this 
scheme of transportation. Construction work to the ex- 
tent of more than $70,000,000 is going on in Lexington 
Avenue, Manhattan, and in Brooklyn and the Bronx. Con- 
sents of property owners are being obtained on some of the 
new routes, and on others the commission has applied to 
tne Appellate Division of the Supreme Court for a de- 
termination in lieu of such consents. It is probable that 
the first part. of the dual system will be placed in operation 
some time next year. This part will be the Fourth Ave- 
nue subway in Brooklyn, from the Manhattan Bridge, and 
its connection in Manhattan, the Centre Street loop sub- 
way, which connects the Williamsburg and Manhattan 
bridges, over which trains from the Fourth Avenue subway 
and the Brooklyn Rapid Transit Company’s elevated lines 

enter Manhattan. This part of the dual system will be 
operated by the New York Municipal Railway, a company 
organized by the Brooklyn Rapid Transit interests for the 


: 
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purpose. Eventually that company’s elevated lines to 
Coney Island will be connected with and operated as a part 
of the Fourth Avenue subway. 


Discussion of Franchise Terms in Seattle 


Austin E. Griffiths, a member of the City Council of 
Seattle, Wash., presented recently before the franchise 
committee of the Council and a board composed of various 
civic organizations of the city for incorporation in the city 
charter terms which he considers should be exacted in the 
future by the city in granting franchises. Jacob Furth, 
president of the Puget Sound Traction, Light & Power 
Company, is among those who consider that the terms 
proposed by Mr. Griffiths are too onerous, and he has sent 
to A. L. Valentine, superintendent of public utilities of the 
city, a communication which has been placed before the 
franchise committee of the Council in which he refers. in 
part as follows to the seventeen clauses contained in Mr. 
Griffiths’ proposal: 

“7, There is no objection to the franchise having an 
unlimited term. 

“9. The granting of a franchise not limited to particular 
streets and reserving to the city itself the right to use the 
streets for the same purpose as that for which the franchise 
is granted would probably result in dangerous favoritism 
to various localities at the expense of the company. 

“3, The company does not believe that funds could be 
procured to construct street railways under franchises 
containing the provisions of Mr. Griffiths’ third recom- 
mendation, which gives the city the right at any time to 
take over the property and franchises of any street rail- 
way without allowing any value for the grant or good will. 

“4. Authority to reduce fares below 5 cents for a single 
continuous ride should not be conferred upon the city. 

“5. Any reserved right to regulate service should pro- 
vide for reasonable regulations, and there should be some 
method provided for the determination by some independ- 
ent tribunal whether such regulations are reasonable. 

“6. The right on the part of the city to compel exten- 
sions is, in the judgment of the company, impracticable. 
No company could agree in advance to build extensions, 
because it might be impossible to obtain funds to do so. 

“7 There is no objection to any provision requiring the 
company to submit its accounts to the city. 

“8 and 9. There is no objection to the city exercising 
jurisdiction over the construction of street railways to the 
extent of requiring such construction to conform to the 
provisions of the franchise and the building ordinances of 
the city, but the other provisions of Nos. 8 and 9 are im- 
practicable because in effect they would require the man- 
agement of the properties to be taken out of the hands 
of the company and placed in the hands of city officials. 

“to. The company believes that the city should make in- 
vestment in street railway properties attractive to people 
having money which they desire to invest. Such investors 
should have the right to earn not less than 8 per cent upon 
the value of the property. If the investors should be al- 
lowed 8 per cent and there should be a surplus and the 
theory of a division of the profits should be adopted, then 
the company believes that a more equitable division than 
that recommended by Mr. Griffiths would be that such 
surplus should be distributed 33 1-3 per cent to the stock- 
holders, 33 1-3 per cent set aside for a pension fund for 
employees of the company, and 33 1-3 per cent paid over 
to the city for a pension fund for disabled policemen and 
firemen. 

“tr, The company does not believe that Recommenda- 
tion 11 should be adopted. It would require cheap serv- 
ice at the expense of adequate service. Seattle should en- 
courage investment, not discourage it. 

“2, There is no objection to this section. 

“13. The right of the city to require modern improve- 
ments in construction, operation and equipment should be 
subject to review by some independent tribunal, so that the 
company would not be subjected to unreasonable require- 
ments. 


“r4, Both parties to a franchise can. always, by agree- 
ment, proceed to bring about a modification, making this 
section unnecessary. 

“ts. There is no objection to the city’s reserving police 
power and reasonable power of regulation, provided the 
power is subjected to review by some independent tribunal. 

“16. The provisions of the present city charter in refer- 
ence to street railway franchises are unsatisfactory, from 
both a business and a legal standpoint. They are not 
clear, and if inserted in any franchise will leave the door 
open to frequent misunderstandings between the city and 
the grantee. 

“17. There is no objection to providing that existing 
franchises may be surrendered for a new franchise, but, in 
the judgment of this company, no company owning at the 
present time a workable franchise would surrender it for 
one containing the recommendations under consideration.” 


The Question of Tracks on Euclid Avenue, Cleveland 


It is said that Mayor Newton D. Baker of Cleveland will 
have introduced before the next Ohio Legislature a bill to 
do away with the necessity of securing the consents of 
owners of property on a thoroughfare where it is desired 
to build a street railway. The city authorities at Cleveland 
have long wanted the Euclid Avenue line of the Cleveland 
Railway to run straight through Euclid Avenue from the 
Public Square to the eastern limits of the city, but resi- 
dents of the section between East Twenty-second Street 
and East Fortieth Street have kept the road out by refusing 
their consents. Along this section of the street are many 
residences formerly occupied by wealthy people. Of late, 
however, business houses have been erected up to the line 
on the east, but it has not been possible to secure the con- 
sents of the owners to placing car tracks in the street. 

Councilmen who represent wards on the east and the 
west sides of Cleveland are anxious to have additional 
crosstown lines built to satisfy their constituents. One 
plan is to have a line parallel the Pennsylvania tracks on 
the east side to serve workmen who are employed at the 
mills and factories along that line. On the west side of 
the city the people want a line that will furnish general 
service to those now compelled to make long trips to reach 
certain points. 

A blanket resolution providing for sweeping changes in 
the downtown traction terminals was presented to the 
Cleveland City Council on Dec. 2, on the advice of Mr. 
Witt. By the changes which are proposed officials of the 
company believe that the congestion will be relieved some- 
what, but Mr. Stanley stated recently that a subway within 
the business district would be necessary to solve the 
problem. 

The resolution in regard to the downtown terminals pro- 
vides for routing all Superior Avenue, Payne Avenue and 
Wade Park Avenue trippers around the post office loop. 
Regular Wade Park Avenue cars, as soon as East Fortieth 
Street is entirely opened to traffic, will be sent down Pros- 
pect Avenue, Southeast, to East Ninth Street, to Euclid 
Avenue, and thence easterly. Regular Shaker Lakes and 
Euclid Heights cars also will use this downtown terminal. 
All other Euclid Avenue cars will loop around the monu- 
ment section of the Public Square. Central Avenue cars 
will operate in Central Avenue, Southeast, to East Ninth 
Street, to Prospect Avenue, Southeast, to Ontario Street, 
and thence to Central Avenue, Southeast. Windermere 
trippers during the evening rush hours will operate westerly 
in Prospect Avenue, Southeast, to East Ninth Street, to 
Euclid Avenue, and then east. All cars on downtown 
streets will stop only at the near side of cross streets. The 
changes go into effect with the approval of Mr. Stanley. 

Current is now being received by the Cleveland Railway 
from the Cleveland Electric IHluminating Company through 
the Windermere substation. 

An injunction was secured on Nov. 30 in Judge Phillips’ 
court at Cleveland, Ohio, restraining Mr. Witt and the 
Cleveland Railway from abandoning the lines on West 
Sixth and West Ninth Street on Dec. 1, I912, as had been 
planned, in order to put the new depot loop on Ontario 
Street into operation. The order was granted on the peti- 
tion of Attorney Fred Desberg, acting as a taxpayer. He 
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claims that the removal of the cars from these lines would 
inconvenience 10,000 employees of the factories and whole- 
sale houses on the streets mentioned. 

Mayor McQuigg of East Cleveland has threatened to 
bring injunction proceedings when an attempt 1s made to 
turn the East Cleveland cars at the Public Square. The ~ 
contract with East Cleveland calls for through service to 
the Union Station, and it is not thought likely that the 
village will relinquish any of its rights to accommodate the 
street railway commissioner. The village of Cleveland 
Heights also proposes to bring injunction proceedings on 
the same ground. 

Plans have been made to divert all interurban cars from 
the Public Square and have them stand at some point on 
Prospect Avenue. The roads have their union station and 
ticket office in a building on the Public Square, and it 
would inconvenience all the employees and the passengers 
of the companies to have the cars dispatched from Prospect 
Avenue. 

The village of Lakewood on the west of the city persists 
in its demands for a better service and the same rate of 
fare as prevails in the city. In commenting on this matter 
editorially in a recent issue, the Cleveland Leader says that 
the village should have placed itself in a position to enforce 
its demands by becoming a part of the city. 

The local branch of the street railway men’s union has 
notified J. J. Stanley, president of the Cleveland Railway, 
that the custom of laying off and discharging motormen and 
conductors because they fail to make the schedule time 
must be arbitrated, and that Elroy M. Avery has been 
selected to act for the men. Mr. Stanley said that he would 
name some one to act for the company. It seems that 
many of the men have failed to make the time required on 
the Euclid Avenue line and in the most flagrant cases the 
men have been laid off. The men contend that the trail 
cars impede car movement and that they are forced to run 
past passengers in order to make the schedule. 

The Cleveland Railway has awarded a contract to the 
G. C. Kuhlman Car Company for 100 more trailers of the 
same style as those now in use, and has asked the Council 
to approve the expenditure of money for this purpose. 


— 


Pittsburgh Subway Ordinance Recommended for Passage 


In spite of the declaration of Mayor Magee of Pitts- 
burgh, Pa., for a subway financed by the gity, the public 
service and surveys committee of the City Council on Nov. 
27, 1912, recommended the subway ordinance previously 
agreed upon. Chairman Wilkins set forth the position of 
the majority of the Councilmen and gave reasons why an 
underground system constructed by private capital is prefer- 
able to one built by the city for private or municipal opera- 
tion as suggested by the Mayor. The three companies 
which have announced that they will bid on the subways 
will be notified of the minor amendments recently made to 
the ordinance and asked to signify whether they are willing 
to accept the ordinance as modified. C. K. Robinson, 
assistant solicitor, suggested that a formal agreement of 
acceptance be drawn up and a paper prepared to give the 
city the right to withdraw the franchise if the board of 
engineers which has been provided for reports against the 
plan. Mr. Robinson also recommended that provision — 
should be made to reimburse the company which is granted 


if the plans are not approved and the franchise withdrawn. 
Mr. Wilkins said his statement represented the sentiment — 
of the majority of the Councilmen. He declared that further 
delay was undesirable. He cited the power of New York 
to issue bonds for rapid transit purpose, but said that it 
would be impossible for Pittsburgh to carry out a program 
of providing funds similar to the New York plan without 
special legislation and delay. In part he continued: — 
“Mayor Magee argues in favor of municipal ownership 
and says: ‘Why not go to the Legislature for the necessary 
power to use the city’s credit for this purpose?) I am 
formed by competent lawyers that even if it were po 
to obtain the constitutional amendment it would be fo 
years at least before the vote could be taken on a 
issue for building the subway, and even if the vo’ 


be in its favor the construction of the subway w 
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only be started, while under the proposed ordinance the 
subway would by that time be built and in operation. Again, 
it is exceedingly doubtful whether the people would vote 
in favor of a bond issue for subway purposes, amounting to 
something in the neighborhood of $10,000,000, especially if 

' the people who own property which would be benefited by 
the subway were not assessed extra. 

“It is true that the present ordinance only contemplates 
at the beginning what might be called the main line, or 
backbone, of the final system to the eastward, and there 
can be no question but in time branches would be built as 
the territory built up. The present ordinance, however, 
provides for extension to be built out of the sinking funds, 
which are paid by the company to the city, whenever the 
city decides such extensions are necessary. Such extensions 
are to be the property of the city and must be operated by 
the company.” 


President Mellen on the Electric Railway Situation in 
Western Massachusetts 


Some very significant statements were made by Charles 
S. Mellen, president of the New York, New Haven & Hart- 
ford Railroad, at the inquiry conducted recently in Boston 
by the special legislative committee into the financing of 
the proposed electric railways in western Massachusetts. 
Mr. Mellen said that the New York, New Haven & Hart- 
ford Railroad felt committed to the policy of last year, yet 
there were many things about the vetoed bill which the 
officers of the company did not like. They did not, for 
instance, like the picking out of particular pieces of road 
to be built. Such a course would result in too many con- 
tentions between the communities to be benefited. The 
only line which the company would like to have prescribed, 
if legislation were to be passed affecting the entire Massa- 
chusetts system, would. be the line through Blandford, 
making connection with the Springfield Street Railway at 
Westfield. In 1910 legislation was passed authorizing the 
New York, New Haven & Hartford Railroad to own the 
Berkshire Street Railway on consideration that certain lines 
would be constructed. 

It was proposed to construct those lines in accord with 
the act of 1910. The company would carry out all of its 
obligation, but it desired to know what decision the com- 
monwealth would make upon its petition for more time for 
construction. While waiting for the Legislature the com- 
pany lost considerable time which could have been utilized 
in building the lines. Therefore the company was an appli- 
cant before the Railroad Commission for an extension of 
the time limit within which the construction required by 
the act of 1910 should be completed. In that connection the 
company was to spend $5,000,000. Assuming that a bill is 
to be framed by the committee, Mr. Mellen would like a 
limit fixing the obligation to be put upon the company. 
He wanted some tribunal to determine what sum should 
be spent and what lines should be built. 

In answering the question put to him Mr. Mellen said. 
among other things: 

“Tf the trolley consolidation act of last year had passed 
we would have accepted it and have gone on in good faith 
to do all that it required. But the bill had provisions such 
as do not make it sure that it would be accepted now. I 
should prefer very much that no specific lines should be 
named in the bill for construction other than the line con- 
necting the Berkshire system with the Springfield. There 
is a large travel which will be served by the Westfield line. 
We had a similar situation a few years ago when we be- 
came owners of the Worcester and the Springfield systems. 
We built 20 miles of road through sparsely settled country. 
The line never would have been built if we had not owned 
the Worcester and the Springfield systems. We found that 
by the construction of a line to connect the Springfield & 
Eastern Electric Railway, which was paying its expenses, 
with the Worcester & Southbridge Street Railway, which 
was operating at a deficit, we could make it a paying 
proposition. We put that road into the dividend-earning 
list by building the 20 miles. The situation in Berkshire is 
similar to the situation between the Springfield and the 
- Worcester systems. I believe that the population of Spring- 
field, Westfield and Holyoke, coupled with the population 
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of Berkshire County, especially with Pittsfield and the 
places to the south and Great Barrington, would bring 
about a result similar to that between Springfield and 
Worcester. The question is one of providing means of 
transportation. The line we have started is as good in 
every way as a steam road built for high speed. That will 
be the line between Springfield and Pittsfield. It would 
make better time to the points south of Pittsfield than 
would be made by the steam road at present. The line 
itself would never pay, but being connected with two 
centers of population we believe that the prospect of busi- 
ness is such as to warrant the expenditure. 

“While I believe that there would not be an immediate 
direct return from the proposed investment in electric rail- 
way extensions, I think that there will be an indirect return 
in making accessible regions which are now inaccessible. 
I do not look for a direct return in dividends from the in- 
vestment, but I should expect, as the result of the radiation 
of these lines from the steam roads, that there would be 
much travel to and from the railroad stations, especially to 
New York and other large stations. In any consideration 
of this kind the New York, New Haven & Hartford Rail- 
road must be taken as a whole. You cannot tell how much 
good the whole system will get from one branch. I cannot 
tell what would be the effect upon the New York, New 
Haven & Hartford Railroad if it should lose all of its steam 
branches and electric railways, but, taking them all together, 
it is doing very well.” 

Asked if he thought the development of electric railways 
in the western part of Massachusetts would have a tendency 
to bring the products of those regions to the eastern part 
of the State and to the cities of the State, Mr. Mellen said: 

“The tendency of all business and all travel on these elec- 
tric railways is toward New York. I think that the de- 
velopment of this system of transportation is one which is 
going to benefit travel between Pittsfield and New York 
much more than it is to benefit any other transportation 
company. The Boston & Albany Railroad will profit by it. 
People will occupy the farms and spend money in develop- 
ing them as summer homes or playgrounds or for vege- 
table growing. This will be of great profit for the com- 
monwealth, but particularly west of the Connecticut River. 
That section has retrograded rather than advanced in the 
last 100 years. In fact, the population in many of the 
towns was larger 100 years ago than it is to-day. That is 
not creditable to the commonwealth of Massachusetts.” 

Referring to the electric railway merger bill of t1o912, 
Representative Hardy said that it provided for a modifica- 
tion of the act of 1910, particularly with reference to the 
construction of new track. He asked Mr. Mellen if the 
plan was to carry out the 1010 act in its entirety, regardless 
of any new legislation. Mr. Mellen said: 

“There never was any desire on the part of the New 
York, New Haven & Hartford Railroad to change that 
legislation in the least, but there were a great many people 
who wanted new lines, and it was felt that $5,000,000 would 
be insufficient to accommodate them all. We suggested a 
limit when we realized that the Greylock and the Hunting- 
ton lines were much wanted, and many others. We said 
that we would extend the Greylock and the Huntington 
lines, but felt that it would be very much better to spend 
the money for the construction of lines which would de- 
velop the country rather than go up a bleak mountain top 
for summer visitors. But we made our agreement in the 
bill and we are going to build that road. It is for the 
people of Massachusetts to say whether they want to have 
the money spent on Greylock or in another place where 
it will benefit more people. I want to make it clear that the 
company does not in-the least demur to carrying out the 
provisions of that act of 1910. We are required to spend 
$2,000,000, and we have spent more than that and have not 
yet done anything about Greylock but to make the survey. 
My obligation under the 1910 act exists, and I am going to 
fulfil it. The only thing about it is that I want an exten- 
sion of time for doing the work. My petition is before the 
Railroad Commission. I lost time last session waiting for 
the Legislature at the request of the people of western 
Massachusetts. We want an extension of time so that the 
company can do what it agreed. Under that condition I 
have expressed myself as willing to spend $5,000,000.” 


Commission Legislation Discussed in Chicago 


At one of the hearings in Chicago last week of the com- 
mittee appointed by the last Legislature to conduct hear- 
ings upon the advisability of establishing a public service 
commission in the State, President Busby of the Chicago 
City Railway presented some interesting testimony upon 
the working of the 1907 ordinance. He explained the 
through routes from one part of the city to another and 
told about the city’s effort to bring about the merger of 
surface railways. In answer to a question he made some 
interesting references to the purchase of electrical energy 
from the Commonwealth Edison Company. The railway 
company finds it cheaper to buy electricity than to make it. 
The rate consists of a primary charge of $15 a kilowatt per 
year and a secondary charge of 0.4 cent per kw-hour. 
This is a very low rate, but the company is using slightly 
in excess of 45,000 kw. To another member of the com- 
mission Mr. Busby said that politics does not figure at all 
in the operation of the company. Another interesting 
statement made was that it is possible to ride 26 miles on 
the street railways of Chicago for 5 cents. The return to 
the stockholders of the Chicago City Railway on capital 
invested is approximately 7 per cent. 

Mr. Busby thought that the relations of the company and 
the public could be adjusted better locally than by a State 
commission, for local control must always be in closer 
touch with the local situation. The members of the local 
transportation committee of the City Council understood 
the local situation. However, if there is to be state control 
the speaker believed that there should be one commission 
devoted entirely to Chicago. He did not think that any 
State commission could have made a better settlement than 
was made by the city at the time the 1907 ordinances were 
adopted. 

W. W. Gurley, general counsel for the Chicago Railways 
Company, gave an account of the traction situation in 
Chicago at the time of the adoption of the ordinances of 
1907. He said that up to date his company had had no 
serious differences in dealing with the local transportation 
committee. He agreed with Mr. Busby that it is hardly 
advisable to turn the regulation of surface traction in Chi- 
cago over to a State commission. In answer to Senator 
Denvir Mr. Gurley said that his company was making a 
return of 6.84 per cent on the capital invested. The legis- 
lative committee concluded its sessions in Chicago Nov. 30 
and after pursuing similar investigations at other points in 
the State will prepare its report for the next session of the 
Legislature. 

An interesting move made in connection with this pro- 
posed utilities commission investigation is an announcement 
of the stand taken by Governor-elect Edward F. Dunne. 
He has declared himself in favor of two commissions, one 
for Chicago and one for the rest of the State. One of the 
chief problems confronting the legislative committee is 
whether there should be two commissions, and Mr. Dunne’s 
declaration will probably have considerable bearing on the 
final report of the committee. The Governor-elect still is 
undecided as to whether the Governor or the Mayor of 
Chicago should name the Chicago commission. 


Opinion and Order in Power Failure Case 


An opinion, in part as follows, has been entered by the 
Public Service Commission of the Second District of New 
York as a result of the inquiry which it conducted recently 
into the power failure of Nov. 14, 1912, which resulted in 
the temporary suspension of traffic by the United Traction 
Company, Albany, N. Y., as referred to in the Exxcrric 
RaILway JouRNAL of Nov. 30, 1912, page 1124: 

“It appeared without dispute that failures of power had 
been numerous during 1912, such failures arising from the 
inability of the Adirondack Electric Power Corporation to 
supply electric energy to the United Traction Company. It 
clearly appeared that it is the duty of the United Traction 
Company to make suitable and proper provision for a sup- 
ply of electric energy or power sufficient to operate its 
system whenever the Adirondack Electric Power Corpora- 
tion shall fail to deliver power sufficient and adequate for 
om purpose. It also clearly appeared by the admission of 
( 
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all parties at the aforesaid hearing that failures on the part — 
of the Adirondack Electric Power Corporation to deliver - 
power required for such operation may occur at any time 
for a period of several months until after said corporation 
has completed a rehabilitation of its transmission line, 
which work of rehabilitation and improvement is now in 
progress. The commission finds that it is the duty of the 
United Traction Company to take immediate steps to secure 
a proper remedy of power for the operation of its road and 
cars in case such failures of the power supply occur in the 
future.” 

The commission has ordered the company to arrange for 
a supply of power sufficient to operate its entire system in 
case of future failure of the system of the Adirondack 
Electric Power Corporation and to notify the commission 
within ten days what arrangements it has made to comply 
with the order. 


Validity of Duluth Franchise to Be Questioned.—The 
City Council of Duluth, Minn., has voted to appropriate 
$15,000 to retain Kellogg, Davis & Severance, St. Paul, 
Minn., and Francis W. Sullivan, Duluth, to assist City 
Attorney Carmichael, of Duluth, in the action which it is 
proposed to bring against the Duluth Street Railway to 
test the validity of the franchise under which the company 
operates. 


Articles by Brand Whitlock.—Brand Whitlock, Mayor of 
Toledo, Ohio, is contributing to the Cleveland Press a se- 
ries of articles upon his impressions of municipal operation 
abroad, obtained while he was in Europe last summer. 
During last week the articles have been on Glasgow. No 
especially new points are brought out in regard to the tram- 
way system. Mr. Whitlock also describes the other munici- 
pal enterprises conducted by that city. : 


Gerrard Street Civic Car Lines, Toronto.—Four semi- . 
convertible cars are being built by the Preston Car & 
Coach Company, Preston, Ont., for use on the Gerrard . 
Street civic line in Toronto. A sweeper will also form part } 
of the equipment. The city is building a carhouse 30 ft. by . 
06 ft., and stringing 350,000-circ. mil, seventy-three-strand 
feeder cable from the pumping station on Gerrard ‘Stree1 
over the line, which is 1.85 miles long. The special work 
will not be delivered until the end of December. A 300-kw — . 
rotary converter is being installed to convert the hydro- 
electric power from 2200 volts a.c. to 600 volts d.c., and a 
300-kw direct-connected engine has been ordered for in- 
stallation and to be held as a reserve. 


Terminal Station and Office Building in Peoria.—The 
Illinois Traction System, Peoria, Ill, has prepared plans 
for a terminal station and office building on the site of the 
old National Hotel and some adjoining property at Peoria 
purchased last spring. If the proposed plans are carried 
out an eight-story building will be erected on the land at 
a cost of $250,000. The ground floor will be used as a pas- 
senger terminal and the three floors above for the general — 
offices of the company. The four upper floors will be 
leased for office purposes. It is understood that H. E. 
Chubbuck, vice-president executive, has submitted the plans 
to the directors of the company in Montreal, Canada, for 
approval. Construction will probably be started early in | 
the spring. , ; ; . 

Retention of Staff Recommended to Plan and Estimate — 
Subway for Detroit—lL. E. Moore, assistant professor of — 
civil engineering at the Massachusetts Institute of Technol- — 
ogy and assistant engineer of the Massachusetts Railroad 
Commission, met with the committee on public utilities of 
the City Council of Detroit, Mich., on Nov. 22, 1912, to di zi 
cuss the feasibility ‘of building subways in that city to r 
lieve congestion of traffic and provide rapid transit.) 
Moore asserted that from an engineering standpoint tl 
construction of a subway would be comparatively simp 
The first subway should be built on Woodward A: 
from the boulevard to Jefferson Avenue, with stations 
at the point of intersection with other lines, so th 
fers may be issued. The second unit should be 
gan Avenue and the third on Gratiot Avenue 
suggested that an engineer and staff of as 
ployed to make the surveys and estimate: 
with his recommendations. Ross 
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Suit to Prevent Enforcement of -Low Fare Ordinance in 
Dallas—The Dallas (Tex.) Consolidated Electric Street 
Railway has filed a petition in the District Court at Dallas 
to enjoin the enforcement of the ordinance passed at the 
special election on April 2, 1912, which provides for the sale 
of seven tickets for 25 cents and for fares at 3 cents where 
passengers are compelled to stand in cars. On April 4, 
1912, Judge Foree issued a restraining order, but the new 
petition is different from that upon which Judge Foree 
granted his order, chiefly in that it sets forth that the re- 
sult of the ordinance has already. been declared, while the 
former petition stated that it was thereafter to be declared. 
In the proceeding before Judge Foree the State Supreme 
Court held recently with the plaintiff that the ordinance 
was illegal and confiscatory, but declared that the injunction 
was premature and should not have been issued until after 
the result of the election had been officially declared. The 
city commission about three weeks ago passed an order 
declaring the ordinance carried and the new petition is in- 
tended to prevent any further attempt to enforce the order. 


Power Contract of Interurban Roads Approved.—The 
Public Service Commission of the Second District of New 
York has approved the sale of the power plant of the Roch- 
ester, Syracuse & Eastern Railroad at Lyons and the power 
plant of the Auburn & Syracuse Electric Railroad at Au- 
burn to the Niagara, Lockport & Ontario Power Company. 
Under the terms of a contract approved by the commission 
the Niagara, Lockport & Ontario Power Company is to 
sell power to the so-called Beebe electric roads for a term 
of twenty years from Dec. 1, 1912. A provision is made 
for the furnishing of all power needed for the operation 
of the roads or other extensions, additions and improve- 
ments, connecting roads, etc. Under the new arrangement 
the electric railroads will have not only the service of the 
Niagara, Lockport & Ontario Power Company but the 
benefit of the steam reserve plant located near the eastern 
end of its transmission lines. This will regulate better the 
railroad company’s supply of power east of Rochester and 
safeguard the company against interruptions of service. 
The commission has authorized the Niagara, Lockport & 
Ontario Power Company to incur an indebtedness of $600,- 
ooo for the purchase of the Lyons plant, and a further in- 
debtedness of $226,000 for the purchase of the Auburn 
plant. Reference to the plans for entering into this con- 
tract was made in the ELectric RAILWAY JoURNAL of Nov. 23, 
1912, page 1083. 

Banquet of Kokomo, Marion & Western Traction Com- 
pany’s Employees.—The third informal annual “get to- 
gether” banquet of the officers and employees of the 
Kokomo, Marion & Western Traction Company was held 
in Kokomo, Ind., on Nov. 26, 1912. L. F. Moffett, chair- 
man of the banquet committee, introduced T. C. McRey- 
nolds, general manager of the company, as toastmaster. 
Mr. Reynolds said that he was pleased with the success 
of the “get together’ banquets and paid a tribute to the 
loyalty of the company’s employees. He introduced George 
J. Marott,. president of the company. Mr. Marott said 
among other things that the success which the road has 
achieved was most gratifying to him. He attributed the 


freedom of the company from fatal accidents largely to 


the loyal, intelligent and conscientious service of the em- 
ployees. He concluded by urging all those connected 
with the property to make safety the first consideration at 
all times. Mr. Marott introduced W. J. Wood of the State 
Railroad Commission. Mr. Wood commended the sentiment 


_of co-operation which pervades the company’s organiza- 
tion. 


He was pleased to find that many of the company’s 
employees were stockholders in the company and as directly 
interested as the officers in the successful management of 
the company’s affairs. He referred to the willingness 
of the officers of the company to co-operate with the com- 
mission in the work which it is doing, particularly with 
reference to the installation of block signals. There are 
about 5 miles of track on the Kokomo, Marion & Western 
Traction Company’s system so constructed as to be dan- 
-gerous from an operating standpoint, and the company 
1 epee agreed to sduip this stretch of road with auto- 
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PROGRAMS OF ASSOCIATION MEETINGS 


Southwestern Electrical & Gas Association 


The executive committee of the Southwestern Electrical 
& Gas Association met on Noy. 29, 1912, and decided on 
Galveston, Tex., as the place for the next annual convention 
of the association. The dates will probably be May 21, 22, 
23 and 24, 1913, with the new Hotel Galvez as headquarters. 
The association has decided to lengthen the annual con- 
vention by one day, as it was found that the various papers, 
discussions, etc., for the forthcoming convention would be 
of such interest and the attendance so large that three days 
would not be long enough to cover the ground fully. 


Keystone Railway Club 


Arrangements have been made to hold the next meeting 
of the Keystone Railway Club at the Hotel Walton, Phila- 
delphia, Pa., on Dec. 10, 1912. S. A. Bullock, of the Baldwin 
Locomotive Company, Philadelphia, Pa., will present a 
paper, “Baldwin Motor Trucks,’ and will illustrate the 
paper by stereopticon views, and S. Stadelman, of the 
Nachod Signal Company, Philadelphia, Pa., will present a 
paper, “Interurban Signaling,’ and will show a practical 
working model. The members of the club will, in addition, 
be called upon to discuss twelve questions. The entertain- 
ment committee has arranged to use two large rooms at the 
Walton. Luncheon will be served at the usual hour for $1 
per plate. 


American Electric Railway Association 


The program of the midyear meeting of the American 
Electric Railway Association as at present settled is as fol- 
lows: 

Wednesday, Jan. 20, and Thursday, Jan. 30—Meetings of 
various committees of the association and of its affiliated 
associations at 29 West Thirty-ninth Street, New York. 

Friday, Jan. 31—Morning and afternoon sessions of the 
American Electric Railway Association at 29 West Thirty- 
ninth Street, New York. 

Annual banquet extended to the association by the Amer- 
ican Electric Railway Manufacturers’ Association, to be 
held at the Hotel Astor. 

Saturday, Feb. 1—Meetings of various committees: of 
the association and of its affiliated associations. 


New York Electric Railway Association 


The sixteenth quarterly meeting of the New York Elec- 
tric Railway Association will be held at the Engineering 
Societies Building, 29 West Thirty-ninth Street, New York, 
N. Y., on Wednesday, Dec. I1, 1912, at 10 a. m. Luncheon 
will be provided by the association at the Engineers’ Club. 
No informal dinner will be given on the evening previous 
to the business session, as has been the custom in the past. 
The program for the meeting is as follows: 

Paper, “Coupon Transfer,” by Henry J. Smith of the In- 
terborough Rapid Transit Company, New York City. 

Paper, “Fare Boxes,’ by Arnold von Schrenk, general 
superintendent of the United Traction Company, Albany. 

Paper, “The Tendency of the Times,” by J. H. Pardee, 
vice-president of J. G. White & Company, Inc., New York 
City. 

Discussion of the report of the committee of the Ameri- 
can Electric Railway Association on training of transporta- 
tion employees, presented at the convention in October, 
1912, to be participated in by J. H. Cain, general superin- 
tendent of the Buffalo, Lockport & Rochester Railway: J. 
E. Pevear, vice-president and general manager of the Buf- 
falo & Lake Erie Traction Company, and A. E. Reynolds, 
general manager of the Hudson Valley Railway Company. 

Report of the committee on joint use of poles, of which 
B. Penoyer, engineer of maintenance of way of the Sche- 
nectady railway, is chairman. 

Report of the committee on personal seodiatverohir: of 
which W. J. Harvie, railway manager of J. G. White & 
Company, Inc., New York City, is chairman. 


TT 
pf 


Financial and Corporate 


Stock and Money Markets 


Dec. 4, 1912. 

The volume of transactions on the New York Stock Ex- 
change increased considerably, and the conclusion was 
reached that the floating supply of stocks had been sub- 
stantially increased as a result of the confusion of market 
sentiment caused by the decision of the United States 
Supreme Court in the Union Pacific case. Money was 
easier in the call market. Rates in the money market to- 
day were: Call, 4@8 per cent, with the last loan at 5 per 
cent; sixty days and ninety days, 6@634 per cent; four 
months, 534@6 per cent; five months, 51%4@6 per cent; six 
months, 54%4@534 per cent. 

The trading in the Philadelphia market was broad and 
active to-day. The demand for bonds was good, the sales 
totaling $128,000. 

The market for stocks in Chicago was narrow, but the 
volume of transactions increased. There was little demand 
for bonds. 

In Boston the railroad issues were dealt in sparingly. 
The bond market was dull. 

The Baltimore market was narrow and dull. 
a good demand for bonds. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


There was 


Nov. 27 Dec. 4 
American Brake Shoe & Foundry (common)....... 99 97% 
American Brake Shoe & Foundry (preferred).... .- 138% 137 
American Cities Company (common)......-. 47% 56 
American Cities Company (preferred)....... 82% 843% 
American Light & Traction Company (common). 430 430 
American Light & Traction Company (preferred). 108 108 


American Railways Company.....-..++eeesseesenecs 42 42 


Aurora, Elgin & Chicago Railroad (common). 42 41 
Aurora, Elgin & Chicago Railroad (preferred). 86 88% 
Boston Elevated Railway.......<.seseseeeeee T120 121 
Boston Suburban Electric Companies (common)...... al5 15 
Boston Suburban Electric Companies (preferred)..... a75 7 fe 
Boston & Worcester Electric Companies (common).... 8% 8% 
Boston & Worcester Electric Companies (preferred)... 50 50 
Brooklyn Rapid Transit Company.....+-++-+e+-+seees 92% 91 
Capital Traction Company, Washington oe 123% 
Chicago City Railway...............0.. aes helt) 150 
Chicago Elevated Railways (common). : 27 
Chicago Elevated Railways (preferred) 89 
Chicago Railways, ptcptg., ctf. 1.........-eseeeeeees 85 
Chicago Railways, ptcptg., ctf. 2... 22 
Chicago Railways, ptcptg., ctf. 3... 6 
Chicago Railways, ptcptg., ctf. 4... 3 
Girieinnaly sy Street e RAILWAY > co's vcleie ps0 tyoidalerslelsverisie tele 126 
Cleveland, Southwestern & Columbus Ry. (common).. 6% 6% 
Cleveland, Southwestern & Columbus Ry. (preferred). 34 34 
Cleveland Railway ............ De meinen iets oretrea ee 106% 105 
Columbus Railway & Light Company................. 52 50 
Columbus, Ratway \CCOMMON 5 ,.,<eesoalrig melee sisisa es 82 82 
Columbus Railway (preferred)..............eeeeeees 90 90 
Denver & Northwestern Railway............es-eee0s 122 122 
Demo miten « Wau Wayew ce ws sie cules pu treustemicc cere e 71% 80 
General. Electret, Company, o)eareiete cia eels alee, « 184 1834 
Georgia Railway & Electric Company (common)...... 124 
Georgia Railway & Electric Company (preferred)..... 83% 83% 
Interborough Metropolitan Company (common)...... 8 
Interborough Metropolitan ees (preferred)..... 65% 635% 
International Traction Co., Buffalo, 4% bonds, rcts.. 75 75 
Kansas City Railway & Light Company (common).... 18 18 
Kansas City Railway & Light Company (preferred)... 41 40 
Lake Shore Electric Railway (common)............. 
Lake Shore Electric Railway (1st preferred)......... 90 
Lake Shore Electric Railway (2d preferred)......... 25% 25% 
MISTHAttat RAILWAY’ so.n cease cane plattesaucrenstele Bales scloen 131 
Massachusetts Electric Companies (common)........ 8 18% 
Massachusetts Electric Companies (preferred)........ 77 76% 
Milwaukee Electric Railway & Light Co. (preferred)«. 100 100 
Norfolk Railway & Light Company.................. 27 7 
North American» Company's a<s cage misiee sate a/eniee ae 83 82% 
Northern Ohio Light & Traction Company (common). 7134 79 
Northern Ohio Light & Traction Company (preferred) 10 100 
Philadelphia Company, Pittsburgh (common)......... 50% 50% 
Philadelphia Company, Pittsburgh (preferred)........ 4 4414 
Philadelphia Rapid Transit Company.............s.. 273% 
Portland Railway, Light & Power Company 66 66 
114% 
36% 
4% 
105 
*6 
*80 
*34 
*253% 
39% 
68% 
50 
92 
85 
1 Boston (common)......... 80 Sosy 
West End Street Railway, Boston (preferred)...... 99 99 
Westinghouse Elec. & Mfg. Company................ 81 8034 
Westinghouse Elec. & Mfc. Company (ist preferred). 122 139" 
*Last sale. A Asked. 
ir 
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ANNUAL REPORT 


Virginia Railway & Power Company 


Earnings of the combined properties owned, leased and 
operated by the Virginia Railway & Power Company for 
the fiscal year ended June 30, 1912, after the exclusion of 
offsetting transactions between companies and departments, 
were as follows: : 


24 Ended June 30: : 1912. 1911. 
Fibre vos vey ee vsevee sb ecwes oe ee ive «se 9) P4,00 0). Oma amReU 
Operating expenses, including $100,000 set aside 

for Gepreciation «60.65 c1 0s diss tee cle cb viclscle nls 2,422,903 2,341,676 
Operating revenue over operating expenses and 

depreciation: * <)...'tvatc\c ns am ersistars since niele ee ies $2,135,290 $1,994,529 
Other income i. eiudhe-Seelews, wrestle esieneeitmer eee 69,158 46,296 
Gross) income: 0% cleteiessra aie area arsine ei@lere let ia te temtete eet $2,204,448 $2,040,825 
Taxes and licenmsess 5y.% coms ae cape nies olletaleisnelaynneneiee 266,789 = 257,302 
Income applicable to fixed charges and rentals.... $1,937,659 $1,783,523 
Fixed charges and rentals: 

Interest on outstanding funded debt............ $1,032,923 $1,009,244 

Sinking fund payMentss cio. ses cleste sielecre sieisieare 9462 49,4 

Norfolk Railway & Light Company, rental...... 83,875 82,500 

Other interest charges.../.s2cmislecies saeeenineeee 152 *1,559 

Total fixed charges and rentals.............--- $1,156,412 $1,139,641 

Surplus over fixed charges and rentals......... $781,247 $643,882 
Other charges: 

Proportion of discount on sale and purchase of 

bonds..and’ other: securities: <tr. cqieataate cee $18,910 $58,664 
Net miscellaneous charges, not operation, 
charged. direct to/surplas)\.. pce cates tele nee 32,568 *21,620 

Total direct. charges \.j...0cjs cursmteineiemiecemterttiate $51,478 $37,044 

Surplus over fixed and other charges........... $729,769 $606,838 
Applied as follows: 

Dividends on stock: 

Preferred stock: 
234. per cent paid Jan. 8; 191222 sae ose nies eee $192,480 
234 per cent payable July 10, 19120 7c.csscuee menace 192,480 

Common stock: 

1 per cent ‘paid! Oct: 120; TOUS ects wimg etn rete on era 119,492 
1 per, cent paid.April) 20,0 0992 ser see ree 119,497 
Total dividends on stock for fiscal year.............. 623,949 
Surplus after payment of dividends.................- arte 


*Credit. 


F, Sitterding, the vice-president, says in part in the re- 
port: 

“The agreement of merger and consolidation between the 
Virginia Railway & Power Company and the Norfolk & 
Portsmouth Traction Company became effective on July 
I, 1911. The properties of the Norfolk & Portsmouth Trac- 
tion Company thereby became the properties of this com- 
pany and have been operated as such during the entire 
fiscal year. Where comparisons are made in this report 
between the fiscal year 1910-11 and the fiscal year 1911-12 
the results of the separate operations of the properties of 
the two companies for the fiscal year ended June 30, 1011, 
are combined to show the comparative results. 

“In order to show the results for the entire system, the 
operations of the Norfolk & Ocean View Railway Company 
and the City Gas Company, of Norfolk, both of which are 
controlled by this company through stock ownership, are 
included in this report, though separate reports are made to P 
the stockholders of those companies. The lines and prop- 
erties of the Norfolk Railway & Light Company are oper- 
ated by this company under a lease for ninety-nine years 
from April, 1906, and are of course included in this report 
as leased lines and properties of the company. 

On June 29, 1912, this company conveyed to the Rich- 
mond & Rappahannock.River Railway the single-track line 
with overhead structure extending from Twenty-ninth 
and P Streets in the city of Richmond to Seven Pines in — 
Henrico County, having a total length, including sidings, 
of 8.88 miles, commonly known as the ‘Seven Pines Line.’ 

“No cars were purchased during the year. A number of _ 
cars owned by the company were changed from single to 
double truck, lengthened and otherwise improved, thus p 
viding increased facilities and comfort to the public. 

“The present cars and equipment are fully adequate 
the demands of the travel, and will be increased as tl 
service requires. ; Ay 

“In connection with the sale of the ‘Seven Pines L 
the Richmond & Rappahannock River Railway there 
sold to that company three motor cars, two traile: 
six freight cars then in use oo that line. ? 


————E 
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“By reference to the report for the fiscal year ended June 
30, 1911, it will appear that arrangements had been per- 
fected during that year for refunding and retiring the 
underlying bonds then outstanding secured by mortgages 
upon the properties then owned by the Virginia Railway 
& Power Company and subject to the lien of its first and 
refunding mortgage of July 1, 1909, which included proper- 
ties in Richmond, Petersburg and contiguous territory. 
During the fiscal year ended June 30, 1912, these refunding 
operations were completed as to the bonds secured by the 
mortgages of the Virginia Electrical Railway & Develop- 
ment Company and the Richmond Traction Company and 
these mortgages were duly released of record. The bonds 
which were issued under and secured by the mortgage of 
the Richmond Railway & Electric Company to the Metro- 
politan Trust Company of New York, trustee, were not, 
by the terms of the mortgage, subject to call, but pur- 
chases of these bonds have been made whenever the same 
could be secured. A total of $93,000 bonds have been 
purchased, of which $91,000 have been turned in to the 
trustee under the first and refunding mortgage of this com- 
pany and $2,000 are now held in the treasury, leaving only 
$30,000 of these bonds outstanding in the hands of the pub- 
lic as of June 30, 1912. It is the purpose of.the board of 
directors to acquire the remaining bonds under this mort- 
gage as soon as practicable, and then to release the mort- 
gage of record. 

“When the remaining $30,000 bonds of the Richmond 
Railway & Electric Company have been acquired and that 
mortgage canceled, and the Richmond & Alleghany Rail- 
road Company mortgage, all of which bonds have been 
paid, has been canceled, the first and refunding mortgage 
of this company, dated July 1, 1900, to the Equitable Trust 
Company, of New York, trustee, will be a first mortgage 
lien upon all the properties subject to that mortgage, and 
the refunding operations aforesaid will be completed. 

“The results of the acquisition by this company of the 
properties of the Norfolk & Portsmouth Traction Company 
by merger, which became effective July 1, 1911, have been 
satisfactory. A number of economies have already been 
effected and the operating conditions improved. By the 
consolidation of the management and the standardization 
of methods the service will be improved as rapidly as pos- 
sible, with increased economy and efficiency in administra- 
tion. 

“The properties have been maintained throughout the 
year in a high state of efficiency. It is the policy of the 
company, through a broad and comprehensive plan of im- 
provement, to keep the physical and-operating condition of 
the property in advance of the needs of the service. The 
company is thus enabled to secure the greatest economy in 
operation and to render an efficient public service which 
should merit the confidence and support of the communi- 
ties served and promote the industrial development of the 
territory, which is essential to the continued growth and 
prosperity of the properties. 

“At the time of the reorganization of the properties of 
this company in Richmond in 1909 the board of directors 
established the policy of setting aside in cash each year an 
amount to provide for depreciation, obsolescence and simi- 
lar charges which should not be capitalized and yet are not 
properly chargeable to operating expenses in the ordi- 
nary meaning of that term. Much of the depreciation of 
plants is provided for by sinking funds under mortgage, 
by liberal maintenance charges and the natural increase in 
.the business owing to the growth and development of the 
community, but it is believed that sound principles of ad- 
ministration require that a special fund should be set aside 
from the revenues of the company each year to provide for 
such extraordinary expenditures as must necessarily arise 
in the renewal of property and from obsolescence and 
change in plants or equipment in order that the property 
may be passed on from one year to another in a state of 
improved efficiency and the capital charges may not be 
unduly increased. In 1909-10 $50,000 was set aside. In 
1910-11 this was increased to $75,000, and for the fiscal 
year ended June 30, 1912, the sum of $100,000 was set aside 
to take care of depreciation on the Richmond interurban and 
Petersburg divisions. At the time of the acquisition of the 
Norfolk & Portsmouth Traction Company the sum of 
$415,100 was set up as a depreciation fund to be applied 
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as rapidly as practicable to the rehabilitation of the prop- 
erty and improvement thereof to a high state of efficiency, 
the balance to be retained to provide for future deprecia- 
tion. The balance to the credit of depreciation reserves on 
June 30, 1912, was $616,445, and it is the policy of the com- 
pany to increase the depreciation fund of both divisions as 
rapidly as conditions will warrant. 

“During the year the company acquired a tract of land on 
Eighteenth Street in the city of Norfolk at a cost of $35,- 
448 and entered into contracts for the construction of new 
consolidated carhouses thereon, the cost of the carhouses 
to be approximately $125,000, exclusive of the cost of land. 
These carhouses will be of the most modern type of fire- 
proof construction and will be completed about Dec. 1, 
1912. When the new carhouses are completed all of the old 
carhouses now in use in Norfolk will be abandoned, result- 
ing in great convenience and economy in operation. It is 
estimated that the saving from the consolidation of the 
carhouses and shops will be approximately $10,000 per an- 
num, and a saving in insurance on the modern carhouses 
and distribution line will amount to more than $5,000 per 
annum. 

“For some time past the company has been embarrassed 
by want of suitable general office space in the city of Rich- 
mond. After careful consideration of these conditions, it 
was determined to construct a modern fireproof building 
for the general offices of the company in Richmond, with a 
display room on the first floor. A contract was entered 
into during the fiscal year for the construction of this 
building, and the work is now under progress. The build- 
ing will be of steel and brick fireproof construction, twelve 
stories high, and will be located on property owned by the 
company at the corner of Seventh and Franklin Streets in 
the city of Richmond, convenient to the street railway lines 
of the company and to the business district of the city. 
The company will occupy the first floor for display pur- 
poses and for the cashier’s office and three floors above for 
the general offices. It is believed that the remainder of the 
building can be rented to good advantage so as to give a 
reasonable return upon the investment, aside from the ad- 
vantages of having modern fireproof general offices. In 
order to insure permanent light and air, the company pur- 
chased 26 ft. of ground on the east side of the lot on which 
its building is located, upon which it will erect a two-story 
building which can be leased for an amount which will give 
a good return upon the cost. Arrangements have been 
made to continue the lease of the present offices until the 
new building is completed. 

“During the year contracts have been let for the con- 
struction of building and machinery for a new power house 
as an addition to the present central station of the company 
at the foot of Twelfth Street, Richmond, at an approximate 
cost of $600,000. The work is being rapidly pushed to 
completion, and it is expected that the additional plant will 
be ready for service by Jan. 1, 1913. In this plant will be in- 
stalled one 9375-kva GE horizontal turbine, equipped with 


‘surface condensers and auxiliaries, including the necessary 


switchboard and switching apparatus. There will be in- 
stalled in the boiler room eight Babcock & Wilcox water- 
tube boilers, of 600 hp capacity each, equipped with super- 
heaters for 125 deg. superheat, and automatic stokers of 
the Westinghouse Machine Company’s type. The building 
has been so constructed that an additional large unit may 
be installed at a very low cost whenever the business of 
the company may demand the additional service. The con- 
struction of this plant will result in a great saving in 
operation to the Richmond, Petersburg and interurban sys- 
tems and provide for the growing need of the light and 
power service in that territory. 

“During the fiscal year the company set aside and charged 
to operating expenses in each month the following per- 
centages of gross transportation earnings as a reserve 
against injuries and damages: Richmond, Petersburg and 
interurban and Ocean View divisions, 3%4 per cent of 
gross transportation earnings; Norfolk and Portsmouth di- 
visions, 71%4 per cent of gross transportation earnings for 
the months of July, August and September, ro1z, and 6 
per cent of gross transportation earnings for the months 
of October, 1911, to June 30, 1912. 

“In addition to this reserve for the current year, there 
was set aside up to the time of the acquisition of the prop- 
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erty of the Norfolk & Portsmouth Traction Company a 
special reserve of $18,240 to take care of claims arising 
from injuries and damages prior to that date. The total 
amount paid out on account of injuries and damages dur- 
ing the fiscal year, including so much of the expenses of 
the claim department and so much of the expenses of the 
legal department as are applicable to this branch of the 
service, aggregated $121,387, as compared with the sum of 
$150,262 for the year ended June 30, 1911. It is the policy 
of this company to deal fairly with persons having claims 
for personal injury and to avoid litigation except in those 
cases where there is really no liability or the demand of the 
claimant is grossly excesssive. The balance to the credit 
of this reserve on June 30, 1912, was $49,908. When the 
balance reaches an amount sufficient to provide for extraor- 
dinary accidents without affecting the operating ratios for 
the year, the percentage reserved will be reduced as the 
conditions may warrant. 

“The income statements of this report show that the 
taxes and licenses paid by the company for the fiscal year 
amounted to $266,789, an increase of $0,487 over the pre- 
ceding year. This does not include amounts paid for street 
paving required by the several municipal franchises or loss 
on special rate tickets, commonly known as ‘school tick- 
ets’ and ‘labor tickets,’ which the company is required by 
the terms of some of the municipal franchises to sell, which 
items are, in fact, taxes and charges exacted by the public 
as a part of the consideration for the use of the streets. 
If the amount paid during the year for paving and losses 
on special rate tickets aforesaid be added to the actual 
taxes and licenses paid, the result will be as follows: Taxes 
and licenses, $266,789; paving charges during the year, 
$108,372; loss on school and labor tickets, at 2% cents each, 
as compared with the regular ticket at 4 1/6 cents each, 
$71,800; total, $446,961. This amount is approximately 10 
per cent of the gross earnings of the company from all 
sources. The mere statement of the facts would seem to 
show that the burden of taxation is excessive as compared 
with that borne by other branches of industry in the com- 
munity. 

“In the year 1902 certain interests in Richmond secured 
a franchise for the construction of a railway in that city 
about 6 miles in length, in competition with the lines of 
this company. This franchise was not exercised until 
1910, when the construction of the line was begun and 
operation commenced in August, 1911. Under ‘the terms 
of the municipal franchises, that company (now known 
as the Richmond & Henrico Railway) obtained the right to 
operate its cars for short distances at several points 
over the tracks of this company, the reciprocal right being 
given this company, with the consent of the City Council, 
to operate upon the tracks of that company. The mu- 
nicipal franchises also required the companies to exchange 
transfers at certain points. The compensation to be paid 
to this company for the use of its tracks and the basis of 
exchange of transfers were to be fixed by arbitration. An 
arbitration was had in July, ror1, and by the terms of the 
award of the arbitrators the Richmond & Henrico Railway 
was required to pay this company 12 cents per car mile 
as compensation for operating on its tracks, this price to 
include the cost of current, and was required to redeem 
all transfers issued to this company at-3 cents each, and 
this company was required to redeem its transfers to the 
Richmond & Henrico Railway at 1 cent each. This com- 
pany has not availed itself of the franchise provision per- 
mitting the operation of its cars upon the lines of the 
Richmond & Henrico Railway, as the entire territory is 
already served by the lines of this company. 

“During the year the Richmond & Henrico Railway 
applied to the City Council for a franchise to do a light 
and power business in Richmond. The granting of this 
franchise was vigorously opposed by this company. Ex- 
perience has demonstrated that in the absence of peculiar 
conditions competition in public service of this character is 
not only unfair to the companies in the field but costly to 
the public in duplication of service and plant and the final 
consolidation of the companies with increased capitaliza- 
tion and with but little, if any, increased value tothe 
public service. _As a result, regulation through public 
service commissions has been sul,stituted for competition, 
These facts and the experience of other communities on 
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the subject have been brought to the attention of the pub- 
lic of Richmond both by arguments before the committee 
of the Council and by bulletins published through the 
daily press. Without regard to results in this case, it is 
believed that the campaign of education conducted by this 
company will be most beneficial and will tend to a better 
appreciation by the public of the conditions surrounding 
public service corporations of this character. At the 
close of the fiscal year no definite action had been taken 

by the Council upon the pending application for a light 
and power franchise. ; 

“During the past year the business conditions in the 
territory served by the properties of the company have 
been favorable, as compared with other parts of the coun- 
try. This section is sharing in the wonderful progress and 
development which is taking place in the entire South. 
The steady and substantial growth of the cities of this 
portion of Virginia, both in capital and industrial enter- 
prise, far exceeds that of any period in their history and 
gives promise of increasing prosperity in the future.” 


Financing Chicago’s Proposed Passenger Subway Discussed 


Ways and means of financing the system of passenger 
subways for Chicago are being discussed before the local 
transportation committee of the Chicago City Council. 
At a recent meeting of this committee Horace S. Oakley, 
an attorney, whose judgment on securities is highly re- 
spected by Chicago financiers, gave expert advice on the 
issuance of Mueller certificates as a means of financing 
the project. He held that the Supreme Court must adju- 
dicate the act authorizing the use of this form of security 
before the city could employ them, and then there was some 
question whether financiers would accept them as a good 
investment. He said the earnings were merely prospective, 
and he doubted very much if the estimates of the engineers 
would hold when they practically neglected to consider 
the presence of existing competing lines, In place of the 
issuance of the Mueller certificates Mr. Oakley proposed a 
constitutional amendment similar to that adopted in Michi- 
gan. There was one mistake made in the Michigan form, 
however; it limited the life of a franchise to twenty years, 
which would not be sufficient in the case of a subway. 
This limit should be at least thirty years. An objection to 
this method of financing was that it would require two 
years. 

In view of this unfavorable advice the plan for a munic- 
ipally owned subway, which the present city administration 
is favoring, was greatly weakened. As an alternative Mayor 
Harrison has expressed himself in favor of submitting the 


. question of private or municipal ownership to a vote of 


the people next April. 


American Cities Company, New York, N. Y.—An English | 
syndicate has made an offer to Bertrom, Griscom & Com- 
pany, New York, N. Y., to purchase a large block of the 
$16,264,700 of common stock of the American Cities Com- 
pany, 40 per cent of such block to be purchased on or be- 
fore Dec. I, 1912, at $47.50 a share cash and the remaining 
60 per cent to be optioned for six, nine and tweive months 
respectively at $65 per share. Bertrom, Griscom & Com- 
pany, in a letter which they have addressed to the stock- 
holders, offer the same terms to all of the holders of the 
common stock of the company. In their letter they say: 
“Tf you care to participate, will you kindly designate the 
amount of your stock which you desire to be included m 
the aforesaid proportions? Weand a few of the large share- — 
holders have. accepted the above offer and we reserve the 
right to accept in whole or in part the subscription of any 
stockholder hereto.” ao ee 

Brooklyn (N. Y.) Rapid Transit Company.—An agree- 
ment of consolidation was filed at Albany on Nov. 30, 1912, 
in the office of the Secretary of State by the New York 
Consolidated Railway. The new company has taken ov 
the Brooklyn Union Elevated Railway, the Sea Beach Rail- 
way and the Canarsie Railway, all parties to the Brookl 


a i ai in 


and approved by the Public Service Commission 
First District of New York. The capital stock of | 
corporation is $18,000,000. = = = 


ao. 


are to have the privilege of selling at the same price. 
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Buffalo & Lackawanna Traction Company, Buffalo, N. Y. 
—The Public Service Commission of the Second District 
of New York has authorized the Buffalo & Lackawanna 
Traction Company to issue $160,000 of twenty-year 5 per 
cent gold bonds to be sold at not less than $80. The pro- 
ceeds of the issue are to be used to pay for improvements 
already carried out. 

Central Pennsylvania Traction Company, Harrisburg, 
Pa—H. D. Walbridge & Company, New York, N. Y., 
have concluded negotiations for the control of the Cen- 
tral Pennsylvania Traction Company for themselves or 
unknown clients, and have had a charter granted them under 
the title of the Harrisburg Railways Company, the incor- 
porators of which are all employees of Olmsted & Stamm, 
Harrisburg, acting as solicitors for Walbridge & Com- 
pany. The nominal capital stock of the company is 
$10,000. 


Muskogee (Okla.) Electric Traction Company.—The 
Muskogee Electric Traction Company has signified its in- 
tention of making a mortgage in favor of the Equitable 
Trust Company, New York, N. Y., to secure an issue of 
$5,000,000 of bonds. It is proposed to retire the $450,000 
of bonds now outstanding and to carry on extensive de- 
velopment work with the proceeds of the new issue. The 
company, it is reported, has already arranged to take over 
the People’s Electric Railway, Muskogee. As noted in the 
Erectric RAILWAY JoURNAL of Nov. 30, page 1128, the stock- 
holders of the company have voted to increase the capital 
stock of the company from $300,000 to $500,000. 


Northern Electric Railway, Chico, Cal.—The Railroad 
Commission of California has granted the application of the 
Northern Electric Railway for permission to issue $10,820,- 
000 of bonds. Of the bonds, $5,500,000 are to be sold to 
provide funds to extend the line from Sacramento to 
Vallejo, where connection will be made by boat for San 
Francisco, with branches to Suisun and Vacaville; $225,000 
are to be sold to provide funds to improve existing lines, 
and the remainder will be sold to refund outstanding debt. 
According to the San Francisco Call, the full amount ap- 
plied for by the company was allowed by the commission 
with the provision that E. R. Lilienthal, E. J. de Sabla, Jr., 
Louis Sloss and W. P. Hammon, the four principal stock- 
holders, should guarantee the payment of the interest for 
ten years, and that they should also sponsor a fund to pro- 
vide $75,000 a year for ten years after the completion of 
the line from Sacramento to Vallejo, to be used either in 
retiring the bonds or in making additions to the property. 

Northern Ohio Traction & Light Company, Akron, Ohio. 
—At a meeting of the directors of the Northern Ohio Trac- 
tion & Light Company on Nov. 20, 1912, a quarterly divi- 
dend of 1% per cent was declared on the common stock, 
payable on Dec. 15 to stockholders of record of Dec. 1. 
This is an increase of one-quarter of I per cent, putting the 
stock on a 5 per cent basis. 

Pawcatuck Valley Street Railway, Westerly, R. I.—Rob- 
ert W. Perkins, Norwich, Conn., assignee of insolvency, 
acting under a decree of the Superior Court of Rhode Isl- 
and, will sell the property of the Pawcatuck Vailey Street 
Railway at auction in Westerly, R. I., on Dec. 18, 1912, 
subject to a mortgage for $50,000, which will remain out- 
standing. The Pawcatuck Valley Street Railway, unable 
to meet an accident judgment of $15,000 which on appeal 
was upheld by the highest court of the State, confessed 
early in 1912 to involuntary bankruptcy. As a result Mr. 
Perkins was appointed assignee. 

St. Joseph Railway, Light, Heat & Power Company, St. 
Joseph, Mo.—It is reported in Philadelphia that E. W. Clark 
& Company have agreed to sell a majority of the common 
stock of the St. Joseph Railway, Light, Heat & Power 
Company at $60 a share, and that all of the stockholders 
The 
sum of $100,000 cash is said to have been paid on account 
of this contract, the remaining payments to be made Feb. 1 
and Aug. 1, 1913, and Feb. 1 and Aug. 1, 1914, deferred 


payments to carry interest, with privilege to purchasers of 


anticipating deferred payments. 


Salt Lake & Ogden Electric Railway, Salt Lake, Utah— 


-M. B. Herely, Chicago, Iil., is reported to have obtained 


an option through Simon Bamberger, president and gen- 


<> 
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eral manager, on the Salt Lake & Ogden Electric Railway. 
Mr. Herely is also reported to be negotiating for the pur- 
chase of certain properties in which David Eccles and his 
associates are interested, which properties include the 
Ogden Rapid Transit Company and the Logan Rapid Tran- 
sit Company. Mr. Eccles is quoted as. follows by the 
Deseret News, Salt Lake City, Utah, in an item dated Logan: 
“I will sell anything I have, if the price is right and the 
money is forthcoming; but that does not mean that the 
Logan Rapid Transit Company’s property in this city and 
county is on the market. It is not, and no one has offered 
to buy it.” 


Toledo Railways & Light Company, Toledo, Ohio.—The 
meeting of the directors of the Toledo Railways & Light 
Company scheduled for Nov. 28, 1912, was recessed until 
Dec. 14, without the transaction of any business. The mem- 
bers of the voting trust appointed under the reorganization 
agreement will meet in New York on Dee. 12. 


Dividends Declared 


Arkansas Valley Railway, Light & Power Company, 
Pueblo, Col., quarterly, 134 per cent, preferred. 

Baton Rouge (La.) Electric Company, 3 per cent, pre- 
ferred. 

Brooklyn (N. Y.) Rapid Transit Company, quarterly, 14 
per cent. 

Massachusetts Electric Companies, Boston, Mass., 2 
cent, preferred. 

Norfolk Railway & Light Company, Norfolk, Va., 3 per 
cent. 

Northern Ohio Traction & Light Company, Akron, Ohio, 
quarterly, 1% per cent, common. 

Second & Third Streets Passenger Railway, Philadelphia, 
Pa., quarterly, $3. 


per 


ELECTRIC RAILWAY MONTHLY EARNINGS 


BATON ROUGE ELECTRIC COMPANY, BATON ROUGE, LA. 


Gross Operating Net Fixed Net 
Period. Earnings. Expenses. Earnings. Charges. Surplus. 
Lines. sept, 1712 $11,432 *$7,237 $4,195 $1,733 $2,463 
1 ** os "11 10,075 *6,837 Seon 1,729 1,508 
es Ws "AZ 140,942 *84,727 56,215 20,763 35,452 
a - RR 116,070 *74,517 41,503 20,675 20,878 
BROCKTON & PLYMOUTH STREET RAILWAY COMPANY. 
ims Sept... 6722 $11,711 *$7,648 $4,063 $1,025 $3,038 
is “ gt ip | 12,119 *8,072 4,048 1,056 2,992 
12“ es a2 120,007 *89,783 30,224 12,508 17,716 
a2 "° “ 1 I 119,204 *90.467 28,737 13,206 15,508 
CAPE BRETON ELECTRIC COMPANY, SYDNEY, N. S. 
1m., Sept., 712 $34,364 *$15,777 $18,586 $5,703 «$12,884 
net “ “tt 30,314 *14,976 15,338 5,653 9,685 
Ta a he 354,152 *193,379 160,773 68,080 92,693 
12) < ~ bl 333,471 *178,360 155,111 67,835 87,276 
EL PASO ELECTRIC COMPANY, EL PASO, TEX. 
Im., Sept., °12 $70,434 *$36,521 $33,914 $3,907 $30,006 
” : i 56,962 *33,099 23,863 6,756 17,108 
2) ad 12 764,240 *419,078 335,162 77,020 268,141 
2 is fs ag | 673,745 *405,470 268,274 80,394 187,881 
GALVESTON ELECTRIC COMPANY, GALVESTON, TEX. 

im., . Sept.,. 712 $46,946  *$22,706 $24,240 $7,866 $16,373 
Tes “ “ait 38,386 22,054 15,636 7,002 8,633 
12"** ke "12 476,661 *264,150 212,512 93,449 119,063 
ae Te sf be 426,503 *245,492 181,011 83,717 97,295 
GALVESTON-HOUSTON ELECTRIC COMPANY 
tm:,  Sept:,.- 712 $184,899 *$101,802 $83,098 $33,722 $49,376 
[ese ge abl 130,685 *82,131 48,554 18,887 29,667 
y te a "12 1,889,494 *1,118,956 770,538 362,346 408,193 
12 °** ss “a1 1,468,267 *926,267 541,999 235,713 306,286 


HOUGHTON COUNTY TRACTION COMPANY, HOUGHTON, MICH. 


tm ~Sept.) 212 $28,410 *$13,719 $14,692 $5,677. «$9,015 
1 cake 11 25,675  *14,675 11,000 5,227 5.773 
(oe et 12 303,187 *175,254 127,932 65,820  62;112 
ce 1] 303,921 *178,581 125,340 62,705 62,635 
NORTH CAROLINA PUBLIC SERVICE COMPANY 
; Posie 34,849 *$22,528 $12,320 $6,277 $6,044 
i nae nett *19,885 8,633 5,500 3.133 
Gite Bt 12 194524 *127;684 66.840 37,660  —_29,180 
Ble. ks 1] 167,255 %*114,874 52,381 33,000 19,381 
NORTHERN OHIO TRACTION & LIGHT COMPANY, AKRON, OHIO 
5 year 249,148 $149,092 $100,057 $52,717 $47,339 
Ye noc 1] 9770348 123,854 96,448 44.321 52,168 
10" 80 12° —-2,497,015 1,406,663 1,090,351 468,057 622,294 
10“ 8 « 11 ~—-2'2403089 1,234,359 1,005,730 443,391 $62,340 
NORTHERN TEXAS ELECTRIC COMPANY 

: ae 2 160,275 *$80,829 $79,446 $25,024 $54,422 
ricci Sets 11 +e 089 *75,515 60,274 20,966 39,308 
2600 12 —-1,693,982 *909,485 784,497 254,793 529.704 
ig 9.“ 11 «579.244 *866,853 712,391 240,848 471,543 


*Includes taxes. 


. 
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Traffic and Transportation 


Transfer Order of the Oklahoma Commission Upheld 


The Supreme Court of Oklahoma has upheld the juris- 
diction of the Oklahoma Corporation Commission to make 
the order which it issued effective on Feb. 1, 1912, laying 
down rules under which the Oklahoma Railway was 
directed to issue transfers. The court also held that the 
order of the commission was not shown to be unreason- 
able and unjust. The order of the commission follows: 

“That on all days except Sundays, between the hours 
of 6 a. m. and 8 a. m. and 5.30 p. m. and 8 p. m., the de- 
fendant, the Oklahoma Railway Company, shall give trans- 
fers when requested by passengers and that said transfers 
shall be honored at any point on the line for which they are 
marked. Between the hours of 6 a. m. and 8 a. m. when 
two cars meet on a parallel track they shall stop for the 
transfer of passengers. Example: If a University car go- 
ing west on Main Street between Broadway and the ter- 
minal should meet a Capitol Hill or Stock Yard car, both 
cars shall stop to transfer passengers if they have any. 
Between 6 a. m. and 8 a. m., as one car is entering the 
terminal from Main Street, if at the same time another car 
is coming out on Main Street, and passengers on the incom- 
ing car desire to transfer to the outgoing car, the same as 
to Grand Avenue, both cars should be stopped until pas- 
sengers can transfer. At all other hours of the day the 
rules now in force by the company may be enforced. 
Transfers given to passengers on the outside of the ter- 
minal station may be different from those given on the 
inside.” 

The opinion on which the order was based follows in 
part: 

“The defendant set forth in substance that it has estab- 
lished a terminal station in Oklahoma City where all cars 
stop and where passengers could be handled and trans- 
ferred more conveniently and with greater safety than at 
street intersections, and that under the old system of trans- 
fers the privilege was greatly abused and the company 
was being defrauded by passengers coming in on one car 
and going out on another. 

“There could be but a few calls for transfers except be- 
tween the hours of 6 a. m. and 8 a. m. and 5.30 p. m. and 8 
p. m., by people who work in one part of the city and live 
in another. The business and professional people that live 
in Oklahoma City have no occasion to use transfers going 
to and from home, and the only persons with a grievance 
because of the regulation about which complaint is made 
are the laboring people. 

“It is the abuse of the privilege heretofore granted that 
has caused the company to insist upon the present terminal 
arrangement. In going to work a laboring man seldom 
has occasion to stop en route. In returning home, how- 
ever, it would be a great convenience if he had thirty min- 
utes when he reached the business portion of the city to 
buy some little article that may be necessary at his home. 
This thirty minutes’ time would be allowed by the com- 
pany if the privilege would not be abused. That tse 
immaterial to the company whether the passenger con- 
tinues his journey on the next succeeding car, the second 
car or the third car, provided he uses the transfer given him 
within a reasonable time. The company insisted that more 
than thirty minutes’ time would usually be taken and con- 
ductors would not object for fear of making a mistake. 

“The section of the ordinance and franchise fixing the 


maximum rate of fare reads in part as follows: ‘The 
charges for transporting passengers to be exacted by said 
railway shall not exceed 5 cents for one continuous pas- 
sage over the said company’s lines from points within the 
city limits to-any other point in such city: such limit in 
price shall not prevent the exaction of an additional fare for 
return journeys, nor shall transfers } 


fs : he good for stop-over 
privileges. 
“Now, as to the hou 


} 
ri¢ ef 20 . ¢ 
30 DP. mand op. mi: 
the ordinance provides that transfers shall n t be given for 
stop-over privileges. Th tit e only prescribes a max- 
imum rate and the com: : does not deem it proper to 


interfere with that rate 


; » passage from one part of 
the city to another, yet : 


terial injury would result to 
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the company in permitting transfer slips with a thirty-min- 
ute limit to be given on weekdays to all passengers out- 
side of the terminal station. While this rule would neces- 
sarily have to apply to all persons between the hours of 
5.30 p. m. and 8 p. m., it would inure only to the benefit and 
convenience of laboring people. : 
“The commission will issue an order, and should the 
same be abused by the company or its patrons, or the ordi- 
nance work to the dissatisfaction of the public, the commis- 
sion will modify the same upon application of either party, 
with a view ultimately to working out an arrangement sat- 
isfactory to all concerned.” ; 


Problems Which Have to Be Met in Providing Efficient 
Service in New York 


Frank Hedley, vice-president and general manager of the 
New York (N. Y.) Railways, issued a statement in part as 
follows recently dealing with the problems which the com- 
pany has to meet in its efforts to provide efficient service: 

“Running our lines is an attempt to adjust the service of 
seven thousand men to the needs of patrons numbering 
many more thousands. We need for the sake of highest 
efficiency co-operation by the public in certain definite par- 
ticulars. Passengers should get on the car traveling to 
their destinations. They should spend half a minute in com- 
ing to an understanding of the form of transfers we issue. 
Honest complaints should be submitted to this office, for 
they help us in finding out the needs of the public and the 
flux of conditions, always under investigation by us, on 
which depends alterations in the service. 

“As a general principle it should be understood that 
switching back is necessary not only as an economic mat- 
ter in our interests but in the interest of speed and effi- 
ciency for the whole public. The destination of all cars 
is made known by signs over or under the hood. We try 
to get the public on the proper cars. Conductors as well 
as signs announce destinations. The public should apply 
the analogy of steam road traveling to surface line travel- 
ing. Ifa passenger is going to Chicago he does not take a 
Poughkeepsie local and then change and proceed by stages. 
In surface line traveling, in the same way, a passenger 
should travel on a through car, 

“In the matter of open cars we have been considering the 
wishes of the public. Many like to smoke on the open 
cars and others enjoy riding in the open air. We receive 
letters in the early spring asking us when we will put on 
open cars and requesting that complements of open cars be 
given to certain lines. For that reason we thought that in 
the late fall and early spring we would run a few open cars 
for such passengers as might care to use them. There are 
enough closed cars for those who want them. No open 
cars are sent out at all when the temperature is below 
48 deg. Fahr. ; 

“In number the open cars vary at this time of year from 
fifteen to eighty. This is not a large proportion of the 
total number of cars running over the whole system, which 
varies from 800 to 1300 during the day. 

“We instruct our men not only that they must consider 
the comfort of their passengers in making proper stops and 
starts, but that sudden stops and starts are destructive 
of our equipment. We cannot afford them. Some of the 
jolting is due, of course, to causes that can never be eradi- 
cated, such as the cutting in of truckmen, carriages or auto- 
mobiles, or children crossing the street in play. | 

“We are equipping all of our double-truck cars with air 
brakes. ‘The operation of an air brake is a delicate matter. 
The power brakes will probably all be installed by June, 
and as the men become experienced the stopping and start- 
ing will be smoother than ever before. ne 

“The human element should not be forgotten. 
will lose their heads. 
rude. We welcome criticism of our personnel. We feel 
that if the men know they are watched they will be stimu- 


Our men 


lated. Every complaint being investigated, one of three — 
‘ings may follow from its being found justifiable. The — 


«/ooloyee is reprimanded, suspended or discharged. __ 


‘This is not a defense, but an explanation to show the © 


‘+ cacies involved in operating a surface system and 
~. how the problems are solved. We are constantl; 
»& removing defects, changing schedules pe 


Sometimes they will be unnecessarily = 


EE ee 


| 


. 3 a. m. on its seven trunk lines. 
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our methods. As conditions change we try to make our 
service accommodate itself to the new circumstances. We 


are constantly taking observations and tallies to determine 


the volume of passengers on our lines and the number of 
cars necessary to accommodate it. When the public un- 
derstands fully that running a street railway system is a 
matter of co-operation between company and public, an 
important step toward a nearer approximation of perfect 
service will have been taken.” 


Extension of “Owl” Car Service in Los Angeles.—The 
Los Angeles (Cal.) Railway Corporation announced that 
on Dec. 1, 1912, it would operate “owl” car service up to 
The service will include 
twelve routes and cover practically every part of the city. 

Warning to Passengers.—The Cleveland, Southwestern 
& Columbus Railway, Cleveland, Ohio, following an acci- 
dent in which a passenger who reached out of a car win- 
dow had his arm broken, has placed on each post between 
the car windows, on the level with the eyes of seated pas- 
sengers, brass tablets 2 in. x 4% in. which read: “Keep your 
head and arms inside the window.” 


Improved “Owl” Car Service in Philadelphia—On Dec. 
2, 1912, the Philadelphia (Pa.) Rapid Transit Company es- 
tablished “owl” car service on the Fourth and Eighth 
Streets (Willow Grove) line, with half-hour intervals from 
II p. m. until 4 a.m. Cars were run previously every hour. 
On the same date the company placed near-side cars in 
operation on Route 19, known as the Cumberland line. 

Additional Elevated Equipment in Brooklyn.—The 
Brooklyn (N. Y.) Rapid Transit Company has leased 
twenty-five cars from the Long Island Railroad for use in 
increasing the service on its elevated lines. These cars 
will probably be continued in service by the Brooklyn Rapid 
Transit Company until it receives the new cars intended 
for use on the new rapid transit lines in Greater New York 
apportioned to it by the Public Service Commission. 

Changes in Routing in New Orleans.—The streets and 
landings committee of the Council of New Orleans, La., 
has made a favorable report on the changing of the six 
car line routes uptown and has accepted an amendment 
offered by Councilman Connelley, which will give an alter- 
nating service to the residents on Laurel Street and other 
streets near the park. The changes in routing have been 
approved by the New Orleans Railway & Light Company. 

New Mail Cars for Philadelphia—The Philadelphia (Pa.) 
Rapid Transit Company is constructing in its shops at 
Kensington Avenue and Cumberland Street, Philadelphia, 
a number of cars for use in the United States mail service. 
These cars are of the double-truck type, with an inside 
measurement of 25 ft. They will replace the single-truck 
mail cars now being used, which have an inside measure- 
ment of only 15 ft. The first of these new cars will soon 
be placed in service. 

Temporary Injunction in Superior Fare Case——Judge E. 
Ray Stevens on Nov. 30, 1912, granted a temporary injunc- 
tion restraining the Railroad Commission of Wisconsin 
from enforcing its recent order requiring the Duluth Street 
Railway to issue six tickets for a quarter on the Superior 
lines. The company alleges the order would diminish 
its revenue by about $32,000 a year and that the commis- 
sion is without jurisdiction to make an order regulating 
fares. 

New York Subway Traffic Record Broken.—Theodore P. 


. Shonts, president of the Interborough Rapid Transit Com- 


pany, New York, N. Y., issued the following statement on 
Nov. 27, 1912, in regard to traffic over the subway division 
for the six days ended Nov. 23: “For the six days ended 
Saturday, Nov. 23, 1912, the subway carried the greatest 
number of passengers for any like period since its opening. 
The total number of passengers was 6,262,262, an increase 
of 962,747 over the same week last year.” 

Action on Milwaukee Franchise Postponed.—The rail- 
road committee of the City Council of Milwaukee, Wis., has 
delayed action for two weeks on the ordinance granting 
The Milwaukee Electric Railway & Light Company a fran- 
chise on Wells Street east to the river. The delay was 


taken to enable the committee to profit by the Wisconsin 


Railroad Commission’s report, to be made soon upon the 
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transportation situation in Milwaukee. This report will be 
based upon the studies of the engineers of the commis- 
sion made in Milwaukee during the past year. 


Closed Vestibules Ordered on Chicago Elevated Cars.— 
At a recent meeting of the local transportation committee 
of the Chicago City Council an ordinance requiring closed 
vestibules on all elevated cars was passed for the approval 
of the Council. Practically all cars except those in regular 
service on the lines of the South Side Elevated Railroad 
are provided with inclosed vestibules, so that the order will 
affect cars only on those lines. Before preparing the ordi- 
nance a favorable opinion was rendered by the Corporation 
Counsel, based on the 1907 ordinance and the city’s police 
powers. 


Accidents in Greater New York in October.—The sum- 
mary of accidents on railroads of all kinds in Greater New 
York during October, as reported to the Public Service 
Commission of the First District, shows a total of twenty- 
nine deaths, including four from natural causes, as against a 
total of nineteen deaths in October, 1911, and twenty-seven 
in October, 1910. The total of casualties of all kinds in 
October, 1912, was 3771 against 3206 in October, 1911, and 
3143 in October, 1910. Aside from the deaths the casualties 
accounted as serious were 179 in October, 1912, compared 
with 139 in I9II and 226 in I9QI0. 


Report Soon on Service in Rochester.—Charles R. Barnes, 
electric railroad inspector of the Public Service Commis- 
sion of the Second District of New York, is reported to have 
said on Nov. 26, 1912, that he expected to complete his 
report on street railway congestion in Rochester and mail it 
on Nov. 29, 1912, to Chairman Stevens of the commission. 
This, it was thought, would make it possible for Mr. Ste- 
vens to visit Rochester during the week ended Dec. 7, 1912, 
and submit the recommendations to Mayor Hiram H. 
Edgerton and Edward J. Cook, vice-president and general 
manager of the New York State Railways, Rochester 
Lines, before promulgating an order. 


“Owl” Service from Louisville to New Albany.—Steps 
to prevent New Albany, Ind., from losing between 300 and 
400 families of railroad men as residents are to be taken by 
the Louisville & Northern Railway & Light Company, 
which operates between Louisville, Ky., and New Albany 
and Jeffersonville, Ind. Since the completion of the new 
$2,000,000 bridge over the Ohio River between New Albany 
and Louisville many families of railroad men residing in 
New Albany have moved to the South Side of Louisville. 
The company plans to stop emigration by installing “owl” 
service over the bridge to the North Side from the city 
proper. 

Stools and Near-Side Stops in Newport, Ky.—The Court 
of Appeals at Frankfort, Ky., has ruled that it is within the 
police powers of a Kentucky municipality to issue an order 
requiring street cars which are operated within the cor- 
porate limits-of the municipality to be equipped with stools 
for the use of motormen and conductors. The City Com- 
missioners of Newport ordered the Cincinnati, Newport & 
Covington Light & Traction Company to install stools, but 
the company resisted the order on the ground that the 
seating of motormen would increase its accident hazard. 
The City Commissioners of Newport have adopted a reso- 
lution directing that hereafter all cars which are operated 
in Newport shall stop at the near side at street crossings. 
This rule affects the Cincinnati, Newport & Covington Light 
& Traction Company. 


Complaints Welcome in Toronto.—R. J. Fleming, gen- 
eral manager of the Toronto (Ont.) Railway, has inserted 
in the daily papers in Toronto a statement which he con- 
cludes as follows in replying to a complaint about the ser- 
vice made through the newspapers: “This is the first time 
that complaint about this particular corner has come to 
my notice, but the policy of the company as clearly ex- 
presed in notices to its employees would, if carried out by 
them, have rendered unnecessary any complaint of this 
nature on the part of citizens in that district or any other. 
I wish to reiterate that the company’s policy is that cars 
shall be operated for the convenience and accommodation 
of the public. In all instances where conditions of weather 
or pavements are not normal, we have instructed motor- 
men to exercise judgment and consideration for the travel- 
ing public. Any passenger who feels that this policy is not 


ine carried out will confer a favor upon the management 
'y reporting the particulars to the company so that the 
ase can be investigated.” 

Open Cars Undesirable for Winter Service in Boston.— 
In response to a request of the committee on public utili- 
ties of the Boston Chamber of Commerce Matthew C. 
Brush, second vice-president of the Boston Elevated Rail- 
way, recently appeared before the organization and dis- 
cussed the question of open-car service during the winter 
season. A movement to secure service of this kind has 
gained some headway in Boston, and Mr. Brush informally 
presented the company’s point of view, stating that on ac- 
count of ciimatic conditions and the attitude of the Boston 
public it would be unwise to attempt the experiment. He 
questioned whether the patronage of open cars would justify 
their being run. The company stood ready, if the public 
concurred, to shut off the heat in all the cars and open the 
windows, but felt that it would be unfortunate during rush 
hours to be obliged to operate cars below their full capac- 
ity, which would be the case if open cars were used. Re~ 
earding the addition of open trailers to closed motor cars, 
Mr. Brush said that the present schedules could not be 
maintained without a heavy outlay for motors of increased 
capacity, and that even if motor cars were run together 
open and closed the investment in multiple-unit control 
equipment would be prohibitive. In closing he stated that 
the company has received many protests against the plan. 


Elimination of Stops Desired in San Diego.—In order to 
better its facilities the San Diego (Cal.) Electric Railway 
desires to eliminate some of the stops which its cars are 
now required to make. William Clayton, vice-president 
and managing director of the company, has set forth the 
object of the company in a letter addressed to the improve- 
ment clubs of the city. This letter is in part as follows: 
“The question of transporting our citizens to their homes 
within a reasonable time is becoming more difficult every 
year. More cars are being called for, but in some- cases 
we are not going to be able to add many cars to our pres- 
ent schedule. The grades are too severe to permit cars to 
be run close together. I should like the improvement 
clubs of San Diego to discuss the idea of lessening the 
number of stops on the street car system. 
of San Diego is laid out in blocks of 200 ft. x 300 ft. In 
some cases cars must stop every 200 ft. and in the best of 
circumstances every 300 ft., except where there are unu- 
sually long blocks. We feel that we can improve the 
service if the cars stop only on every other short block. 
We would endeavor to arrange the stops on one block 
going out and the next block coming in. This, would 
equalize the advantage and disadvantage. If the improve- 
ment clubs will arrange to. discuss this subject and advise 
us in regard to it, we shall be greatly obliged to them.” 


Hagaman-Amsterdam Fare Case.—Two complaints have 
been pending for some time before the Public Service Com- 
mission of the Second District of New York from residents 
of Hagaman requesting a reduction in fare by the Fonda, 
Johnstown & Gloversville Railroad from 10 cents to 5 cents 
between Hagaman and Amsterdam and asking for addi- 
tional service throughout the day. The hearing before the 
commission was continued on Dec. 3, 1912. Frank Burten, 
attorney for the company, indicated that the company is 
disposed to comply with the complainants’ request for more 
frequent service between Hagaman and Amsterdam, but 


added that it might mean that some cars would have to be 
taken off during rush hours. He stated, however, that the 
company could not see its way clear to reduce the fare, in 
view of the fact that the yearly cost of operation is within 
$300 of the gross revenue of this branch, “H. AG Bagg, chief 
engineer of the cory any, testified that because of the 
grades and charact of the territory through which this 
line was construcied. it cost $76,514 to replace the 
line at this time. WW. H. Collins, ceneral manager of the 
company, remarked t 


ing the cost of operating 
nsidered that if it was 
operated as a separete a | have to secure cur- 
rent from its own power hoi he suggestion of Com- 
missioner Olmsted, who » t the hearing the at- 
torneys in interest arc it. possible arrange a 
satisfactory adjustment of Vailing, in this. they 
are to file briefs with the cor x Hetore Dec 16, 1912 
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Personal Mention 


Mr. H. C. Bonte has resigned as assistant engineer of the 
Vallejo & Northern Railway, Vallejo, Cal., to become con- 
nected with the Dozier Construction & Engineering Com- 
pany. 

Mr. F. D. Picken, for two years chief dispatcher of the 

British Columbia Electric Railway at New Westminster, 
B. C., has been transferred to Victoria, B, C., as superin- 
tendent of the Victoria-Saanich interurban line of the com- 
pany. ; 
Mr. H, O. Brown, who has been in charge of the con- 
struction of the Marysville-Colusa branch of the Northern 
Electric Railroad, has been appointed assistant engineer of 
the Vallejo & Northern Railway, Vallejo, Cal., to succeed 
Mr. H. C. Bonte, resigned. 

Mr. M. J. Sargis, who has been chief clerk to Mr. J. E. 
Duffy, general superintendent of the Syracuse (N. Y.) 
Rapid Transit Company, has been appointed supervisor of 
schedules of the New York State Railways, Utica-Syracuse 
lines. This is a new position. 


Mr. Raymond F. Latta has been appointed assistant sn- 
perintendent of transportation of the New York State Rail- 
ways, Utica lines. Mr. Latta has been an inspector for the 
local lines in Utica for about three years. His work will 
involve a study of traffic conditions. 


Mr. Ward L. Arnold, vice-president of the Elgin & Belvi- 
dere Electric Company, Marengo, Ill, and connected with 
the construction company building the Kansas City, Clay 
County & St. Joseph Railway, has been appointed general 
manager of the Elgin & Belvidere Electric Company to 
succeed Mr. E. E, Downs, resigned. 


Mr. J. N. Jones, who has for the last seven years been a 
division superintendent of the Utica & Mohawk Valley 
Railway at Mohawk, has been promoted to superintendent 
of transportation of the New York State Railways, Utica 
lines, to succeed Mr. M. W. Goodier, resigned. Mr, Jones 
has been with the company for about thirteen years and 
started as a conductor. 


Mr. George E. Brandt, who has been inspector at Syra- 
cuse for about five years, has been promoted to the position 
of division superintendent of the Herkimer, Mohawk; Ilion 
& Frankfort division of the Utica & Mohawk Valley Rail- 
way, Utica, N. Y. He will take the position vacated by 
Mr. J. N. Jones and will work under the direction of the 
superintendent of transportation. 


Mr. A, B. Merrihew has resigned as superintendent of the 
San Bernardino division of the Pacific Electric Railway, 
Los Angeles, Cal., effective on Dec. 15, 1912, to become 
assistant superintendent of the Los Angeles Railway Com- 
pany. Mr. Merrihew entered the employ of the Los An- 
geles Railway in 1806 as a conductor and has been con- 
nected with the street railways at Los Angeles continuously 
since that time. He was formerly superintendent of the 
San Bernardino Valley Traction Company, the property of 
which is now included in the system of the Pacific Electric 
Railway. a : 

Mr. E. E. Downs has resigned as general manager of the 
Elgin & Belvidere Electric Company, Marengo, IIl., to be- 
come president of the Illinois Coin Controlled Locker Com- 
pany, Chicago, Ill., which controls a self-checking, coin- 
controlled parcel locker. Mr. Downs entered electric rail- 


: 
. 
{ 
{ 
: 


ee 


Company in Boston and has been connected with the indus- — 
try continuously since that time. He had charge of a num- — 
ber of important early electric railway installations. Since — 
1907 he has been connected with properties in the Central 
West, including the Sterling, Dixon & Eastern Electri 
Railway and the Chicago & Milwaukee Electric Railway. 
Mr. F. R. Slater, whose appointment as general super 
tendent of the Texas Power & Light Company, 
Tex., was mentioned in the issue of this paper for y 
1912, was tendered a farewell dinner on the eveni 
Dec. 5 at the Hotel des Beaux Arts, New York. The ban 
quet was one of the occasional meetings of th 
tion Club, an organization in New York : 
it is to speed the parting guest. Mr. Fran 
president of the Interborough 
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toastmaster and about twenty-four friends of Mr. Slater 
were present. A biography of Mr. Slater, who leaves for his 
new position on Dec. 7, was published in the issue of this 
paper for Jan. 13, 1907. 

Mr. James E. Slatten has been appointed superintendent 
of overhead way and structures of the Indianapolis & Louis- 
ville Electric Railway, Scottsburg, Ind. Mr. Slatten has 
been engaged in overhead construction work since 1892. 
He was with the Tennis Construction Company, contractor 
and builder of electric railways, for several years in charge 
of overhead work for it, but left the employ of thé Tennis 
company when the construction of the Indianapolis & 
Louisville Traction Company’s line was finished to take a 
position with the Indianapolis & Louisville Traction Com- 
pany as chief lineman in charge of all overhead. In 1910 
he supervised the reconstruction of the Evansville Rail- 
way’s line from Newburg, Ind., to Rockport, Ind., and built 
a new line for that company from Rockport to Grand View, 
Ind. Mr. Slatten next worked for the Louisville Railway, 
but on Aug. 1, 1911, he re-entered the service of the Indian- 
apolis & Louisville Traction Company in his former posi- 
tion. On Oct. 8, 1912, his jurisdiction was extended to in- 
clude the office of roadmaster, and he received the title of 
superintendent of overhead way and structures. 


OBITUARY 


Anthony Walters, first superintendent of the Lombard 
and South Street line of the Philadelphia (Pa.) City Pas- 
senger Railway, and afterward assistant superintendent of 
the Philadelphia Rapid Transit Company, is dead. 


George A. Kimball, chief engineer of elevated and sub- 
way construction of the Boston (Mass.) Elevated Railway, 
died suddenly at his home in Arlington on Dec. 3, 1912, at 
the age of sixty-two. He was at his office in Boston as 
usual three days before and apparently in good health. Mr. 
Kimball was nationally known in the transportation in- 
dustry through his long connection with the Boston Ele- 
vated Railway as responsible engineering head of the im- 
portant construction organization which began work with 
the building of the original elevated lines between Dudley 
Street and Sullivan Square in 1900, and which has recently 
completed the Cambridge subway and East Cambridge ex- 
tensions of the rapid transit system. He was born in Lit- 
tleton, Mass., on May 14, 1850, and after being educated at 
Appleton Academy, New Ipswich, N. H., took up the study 
of civil engineering. He engaged in civil engineering prac~ 
tice in Somerville and became city engineer of that munici- 
pality in 1876. After ten years of service, including a term 
of seven years as member of the local board of health, Mr. 
Kimball engaged in water-works and sewerage engineering, 
and from 1896 to 1901 served as a member of the Metropoli- 
tan Sewerage Commission. In collaboration with Mr. How- 
ard A. Carson, formerly chief engineer, and Mr. Edmund 
S. Davis, chief engineer of the Boston Transit Commission, 
he played an important part in the design of the East Bos- 
ton Tunnel, Tremont Street subway and Washington Street 
tunnel, which were built by the commission and subsequent- 
ly leased by the Boston Elevated Railway. Following a 
considerable service with the West End Street Railway as 
consulting engineer, Mr. Kimball was made chief engineer 
of the bureau of elevated lines of the Boston Elevated Rail- 
way, which position he held until the time of his death. 
He was recently occupied in the preparation of plans for 
an extension of the elevated structure of the Boston Ele- 
‘vated Railway from Sullivan Square to Malden, including 
a terminal at Malden Square. The Forest Hills extension 
of the elevated system was completed recently under his 
personal direction. In carrying out the comprehen- 
sive plans of the Boston Elevated Railway for a unified 
rapid transit system in Boston, Mr. Kimball’s executive 
ability and his engineering experience were important fac- 
tors and the present transportation system in Boston stands 
largely as a tribute to his memory. Mr. Kimball was a 
member of the New England Street Railway Club and the 
Boston Society of Civil Engineers, of which he was a past- 
president. He was a director of the American Society ot 
Civil Engineers and was frequently called upon as an ex- 
pert in civil engineering matters associated with court and 

mmission work. He is survived by a widow and four 
children. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously re- 
ported. 
RECENT INCORPORATIONS 


*Montana Eastern Railway, Lewistown, Mont.—Applica- 
tion for a charter has been made by this company in Mon- 
tana to build an interurban railway from Lewistown to 
meet the main line of the Great Northern Railroad at New 
Rockford, N. D. Capital stock, $10,000,000. Directors: 
Louis W. Hill, C. R. Gray, R. A. Jackson, J. Parker Veasey, 
Jr., and L. E. Katzenbach, all of St. Paul. The offices of 
the company will be at Lewistown. 

*New York Consolidated Railway, New York, N. Y.— 
Application for a charter has been made in New York by 
this company. The new corporation is composed of the 
Brooklyn Union Elevated Railway, the Sea Beach Railway 
and the Canarsie Railway companies. The agreement was 
approved by the first district Public Service Commission. 
Capital stock, $18,900,000. John H. Hallock, president; 
Charles D. Meneely, vice-president and treasurer, and John 
H. Bennington, secretary. 

*Hagerstown, Greencastle & Mercersburg Street Raili- 
way, Hagerstown, Pa.—Incorporated in Pennsylvania to 
take over and to build an electric railway to connect with 
a line to Hagerstown at the Maryland and Pennsylvania 
State line near the town of State Line and run through 
Antrim, Greencastle, Peters and Montgomery to Mercers- 
burg, a distance of 15 miles. Capital stock, $100,000. Direc- 
tors: John E. Ensign, Cleveland, Ohio, and James W. Rice 
and C. M. Hoffman, Greencastle. 

*Harrisburg (Pa.) Railways—Chartered in Pennsylvania 
to take over the property of the Central Pennsylvania 
Traction Company. Capital stock, $10,000. 


FRANCHISES 

Globe, Ariz—The Board of Supervisors has granted 
Nathan L. Amster, Boston, Mass., a right-of-way for an 
electric railway from Globe to and through Miami to Live 
Mak, f | Beckts JapNOvn LO, 12s] 

Los Angeles, Cal—The Pacific Electric Railway, Los 
Angeles, has asked the Council for a franchise to double- 
track its line into San Pedro Street. The company has 
asked the Council. for a franchise for a line on Santa Clara 
Avenue in Santa Ana. 

San Diego, Cal.—The San Diego Electric Railway has 
received a forty-year franchise to extend its lines over cer- 
tain streets in San Diego. 

San Rafael, Cal.—S. J. Norton, San Rafael, has asked the 
Board of Trustees for a forty-year franchise over certain 
streets in San Rafael. Sealed bids will be received by the 
board up to Jan. 6. 

Butler, Ill—The Springfield & Central Illinois Traction 
Company has received a franchise in Butler. This com- 
pany has also received a fifty-year franchise in Raymond. 


Mattoon, Ill—The Decatur, Sullivan & Mattoon Transit 
Company, Mattoon, has asked the City Council for a fran- 
chise in Mattoon. This 48-mile electric railway will con- 
nect Sullivan, Decatur and Mattoon. [E. R. J., Aug. 24, ’12.] 

Shreveport, La.—The Texas-Louisiana Traction Com- 
pany has received a franchise from the Council in Shreve- 
port. This is part of a plan to build an electric railway 
between Shreveport, La., and Jefferson and Longview, Tex. 
PERS sc cti26,"'r20] 

Mount Greylock, Mass.—The Mount Greylock Reserva- 
tion Commission has voted to assent to the petition of the 
Berkshire Street Railway for an electric line up Greylock 
mountain through the Greylock reservation. 

Butte, Mont.—The Butte Electric Railway has asked the 
City Council for a franchise from Granite Street south to 
Aluminum Street in Butte. 

Norfolk, Neb.—C. W. Baker, representing the Nebraska 
Transportation Company, Omaha, has asked the Council for 
a permit to enter Norfolk with its interurban line. This line 
will conect Sioux City and Omaha. (E. R. J., July 20, ’12.) 
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Phillipsburg, N. J.—The Phillipsburg Horse Car Railroad, 
Phillipsburg, has received the permission of the Board of 
Public Utility Commissioners to change its lines from 
broad gage to standard gage. 

Bowling Green, Ohio.—The Toledo, Bowling Green & 
Southern Traction Company has asked the City Council for 
a twenty-five-year franchise in Bowling Green to replace the 
present one, which runs for ten years. The company states 
it will spend $25,000 repairing 1%4 miles of track on Main 
Street if granted the new franchise. 

Elyria, Ohio.—The Cleveland, Southwestern & Colum- 
bus Railway, Cleveland, has asked the Council for a twen- 
ty-five-year franchise in Elyria. 

Hamilton, Ont—The Hamilton Street Railway has re- 
ceived until Oct. 1, 1914, to extend its King Street West 
line through the McKittrick survey to the Dundas line. 

Ottawa, Ont.—The Ottawa & Morrisburg Electric Rail- 
way has received a franchise into the southern part of 
Ottawa to its proposed terminal station in Ottawa East. 
This line will extend from Ottawa to Morrisburg, via Leit- 
rim, South Gloucester, Greely, Metcalfe, Ormond and Win- 
chester. J. G. Kilt, president. [E. R. J., Nov. 16, ’12.] 

Toronto, Ont.——The Toronto & Suburban Railway has 
served notice on the city solicitor of its intention to apply 
to the Ontario Railway Board for approval of its plans for 
single tracks in West Toronto. 

Chattanooga, Tenn.—The Chattanooga Railway & Light 
Company has received a franchise from the city commission- 
ers from Oak Street and Georgia Avenue down Lookout and 
Sixth Streets to Market Street in Chattanooga. 

Kingston Pike, Tenn.—The Knoxville Railway & Light 
Company has asked the Knox County Commissioners for a 
franchise on Kingston Pike. 

Austin, Tex.—John W. Maxey and associates have re- 
ceived a franchise from the Council in Austin, This is part 
of a plan to build an electric railway to connect Seguin, 
San Antonio, Lockport, New Braunfels and Austin. [E. R. 
J., March 16, ’12.] 

*El Paso, Tex.—The Stone & Webster Corporation, Bos- 
ton, and the El Paso Electric Railway will be presented 
with a franchise and deeds for right-of-way for an inter ir- 
ban electric railway to Ysleta, which will ultimately run 
east from El Paso in Rio Grande Valley. 


Tyler, Tex.—The Tyler Street Railway has received an 
extension of thirty days on its franchise from the Council 
in which to complete its first mile of track in Tyler. 

Waxahachie, Tex.—The Southern Traction Company, 
Dallas, has received a franchise from the City Council to 
construct a steel viaduct on Washington Street in Wax- 
ahachie over Waxahachie Creek. 

Chesterfield, Va.—The Virginia Railway & Power Com- 
pany has received a franchise from the Board of Super- 
visors to extend its Hull Street jline in Chesterfield from 
the present terminus to the Broad Rock Road. 

Richmond, Va.—The Virginia Railway & Power Com- 
pany has asked the Council for a franchise to extend its 
lines into the western and eastern sections in Richmond. 

: Seattle, Wash.—The Puget Sound Traction, Light & 
Power Company has received a franchise from the Council 
in Seattle. 

Wheeling, W. Va.—The West Virginia Traction & Elec- 
tric Company will ask the City Council for a franchise to 
double-track its line on Bow Street in Wheeling. 

Milwaukee, Wis.—The Milwaukee Electric Railway & 
Light ¢ ompany has asked the City Council for a franchise 
on Mason Street, from Jackson to Marshall Street, and on 


Marshall Street, from Mason to Wisconsin Street, in Mil- 
waukee. Another franchise will be asked by this company 
on Seventh Street, from State to Wells Street, in Milwaukee. 


TRACK AND ROADWAY 


Birmingham Gnsley & Bessemer Railroad, Birmingham, 
Ala.—Durit e the next three months this company plans to - 
build about 5 miles of hew track. 

*Gadsden, Ala.—Plans are being made to build an inter- 
urban electric railway along the Coosa River from Rome 
Ga., to Gadsden and Centre, a distance of 60 miles. 


den, Ala—Plans are being considered by this company to 
build a line to the Union Depot from the business section 
This line will connect Gadsden, Bellevue and 


of Gadsden. \ 
Louis Hart, Gadsden, secretary. [E. R. 


Noccalula Falls. 
J., Oct 26m 

Lookout Mountain Railway, Montgomery, Ala—This 
company proposes to build an electric railway from Gads- 
den to the top of Lookout Mountain near Noccalulu Falls. 
The first division of the line, 5 miles in length, is to be con- 
structed as soon as possible to the top of the mountain 
and a future extension is to be made to the works of the 
Southern Iron & Steel Company in South Gadsden, while 
a further extension to Alabama City, via the lines now used 
by the Gadsden & Attalla Street Railway, is also contem- 
plated. [E. R. J., Nov. 30, 712.] 

Edmonton (Alta.) Radial Railway.—During the winter 
this company plans to award contracts to build 32 miles of 
new track in Edmonton. 

*Fresno, Cal.— Work has been begun on an interurban 
railroad out of Fresno to Biola. The new line will be about 
15 miles in length, from the center of Fresno, but if nego- 
tiations now under way are successful, it is probable that 
only about 13 miles of construction will be made neces- 
sary, as connection will be made with the Fresno Trac- 
tion Company’s line on Olive Avenue. Those behind 
the project at the present time are Walter M. Willett, P. 

M. Burr, William Hall, San Francisco; Lon J. Coffey, Mo- 
desto; S. Chistensen, San Francisco, and J. B. Rogers. 

Pacific Electric Railway, Los’ Angeles, Cal.—It ‘is an- 
nounced that this company has awarded a contract for 
grading the roadbed of its extension from San Bernardino 
to Riverside, via Urbita and Colton, to Robert Sherer & 
Company, Los Angeles, and the bridge construction to 
Charles W. Corbaley, Los Angeles. The latter contract 
does not include the Lyte Creek bridge, just south of Los 
Angeles, which the Pacific Electric Company will build 
without contract. 

Oakland, Antioch & Eastern Railway, Oakland, Cal.— 
Work has been begun by this company on the construction 
of the drawbridge which is to span Suisun Bay at Chipp’s 
Island. . 

Groton & Stonington Street Railroad, Mystic, Conn.—This 
company’s line on West Broad Street is being extended to 
its new freight station and general headquarters in Cogs- 
well Street, Westerly. 

Georgia & Carolina Railway, Augusta, Ga.—Preliminary 
surveys have been completed between North and Columbia 
by this company and surveys will now be made between 
Columbia and Monetta. A preliminary survey has been 
made from Monetta to Graniteville, where it is proposed 
to tap the Augusta-Aiken line. Frank E. Courtney, secre- 
tary. [Ee Rei Oct 12 spa 

East St. Louis, Columbia & Waterloo Railway, East St. 
Louis, Ill—This company placed in operation on Novy. 30 
its line from East St. Louis to Waterloo. Tan 

Paris & Northern Traction Company, Paris, Ill—This ° 
company has been dissolved. . 

Springfield & Central Illinois Traction Company, Spring- 
field, Ill.—Plans are being made by this company to build 
its line through Springfield. , 

Union Traction Company of Indiana, Anderson, Ind.— ; 
Plans are being made by this company to relay its tracks _ 
on Main Street in Montpelier. 

Indianapolis, Newcastle & Northeastern Traction Com- 
pany, Indianapolis, Ind.—This company plans to build an 
extension from Newcastle to Muncie in the near future. 

Boston & Maine Railroad, Boston, Maine.—Preliminary _ 
surveys are being made for pole locations in connection with 
the electrification of the Portland division of the Boston & — 
Maine Railroad, extending from Boston to Beverly, parallel — 
to the Boston & Eastern Railway’s location. The surveyors | 
are in East Somerville and Swampscott and will eventually 
go through Everett, Chelsea, Revere and Lynn, . ah. 

Sandy Springs Railway, Kensington, Md.—During 19 
this company will award contracts to build 2 miles | 
track in Kensington. It will also award contracts t 
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new bridges over the Baltimore & Ohio tracks. 
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Bay State Street Railway, Boston, Mass—This company 
has been asked to extend its Amherst Street line in Nashua, 
NF. 


’ Farmington Valley Street Railway, Otis, Mass.—This 
company has been organized to build an electric railway in 
Otis, Lee, Sandisfield and Tolland. It was voted to co- 
operate with the United Hill Towns Transit Association on 
condition that it will incorporate the Farmington Valley 
line in its bill to be presented in 1913. Among those inter- 
ested are John E. Merritt, Otis; W. N. Clark, Sandisfield; 
A. B. Clark, Lee, and H. W. Soule, Tolland. 


Worcester (Mass.) Consolidated Railway.—This com- 
pany has been asked to consider plans to extend its Green- 
wood Street line to the Millbury line. 


Grand Rapids, Hastings & Battle Creek Interurban Rail- 
way, Grand Rapids, Mich.—Plans are being considered by 
this company for the preliminary arrangements to build its 
electric line between Grand Rapids, Hastings and Battle 
Creek. A. C. Sekell, Grand Rapids, local representative. 
PESReJ, April 8, 122) 

Marquette County Gas & Electric Company, Marquette, 
Mich.—This company has just completed the relaying of 
new 7o0-lb. A. S. C. E. rails over the entire system in Mar- 
quette. 


Minneapolis & St. Paul Suburban Railway, Minneapolis, 
Minn.—This company has asked permission from the State 
Commission to use the abandoned road of the Wisconsin 
Central Railroad to North St. Paul and abandon its own 
line. 


Kansas City, Clay County & St. Joseph Railway, St. 
Joseph, Mo.—Work has been begun by this company lay- 
ing rails in Third Street, in St. Joseph, a franchise for which 
was accepted recently by the company. 


Trenton & Mercer County Traction Corporation, Tren- 
ton, N. J.—Work has been begun by this company relaying 
tracks and repaving its line on Stuyvesant Avenue in Tren- 
ton. 

Cincinnati (Ohio) Traction Company.—This company 
has been asked to consider plans to build a line through 
the Lick Run Valley, via Queen City Avenue and Quebec 
Road. 


Lake Erie & Northern Railway, Brantford, Ont.—This 
company has closed a contract with Johnson Brothers, 
Port Hope, Ont., covering 53 miles of the line from Port 
Dover through Simcoe, Brantford and Paris to Galt, con- 
necting at this point with the main line of the Canadian 
Pacific Railway. The contract includes grading, track-lay- 
ing and masonry, the work to be completed by Dec. 1, 
1913. The entire line will be standard steam road construc- 
tion, 80-lb. steel rails being installed throughout. All bridge 
structures will be permanent. The Lake Erie & Northern 
Railway is considering the electrification of the entire line, 
but has not yet reached a decision in regard to the system 
of power distribution that will be used. W. P. Kellett, 
Galt, general manager. 


Porcupine-Rand Belt Electric Railway, Porcupine, Ont.— 
Plans are being made by this company for the construction 
of its line between Winnipeg and Quebec with seven points 
of contact with the steam railroads of the country. On the 
east the line will extend from the border near Larder City, 
150 miles, to a point on the Grand Trunk Pacific Railroad, 
and midway from this section a line will run southeast to 
Mount Laurier, connecting there with the Canadian Pacific 
Railroad to Montreal. Henry Rowland, Toronto, secre- 
fairy et ky J. Mareh +23, *12:] 


Niagara, St. Catharines & Toronto Railway, St. Catha- 
rines, Ont—This company will apply to Parliament for 
an act extending the time wherein the company may con- 
struct the lines already authorized, as follows: From Port 
Colborne to Fort Erie and from Fort Erie to Niagara Falls; 

| from Niagara Falls to Niagara; from Niagara to St. Catha- 

| rines, and from Welland to Brantford, Ont. Also the line 

of railway authorized and described as follows: An exten- 
sion of the line of the St. Catharines & Niagara Central 
Railway to a point on the Niagara River at or near Fort 
Erie, and an extension to Toronto by way of Hamilton, 
Ont., or thereabouts. Gerard Ruel, chief solicitor of the 
company, Toronto, Ont. 


as P 


Lebanon & Campbelltown Street Railway, Lebanon, Pa. 
—This company has completed its line in Lebanon, a dis- 
tance of about 13 miles. H. N. Herr, engineer. [E. R. J, 
Aug, 3, ’12.] 

Hull (Que.) Electric Company.—This company will ap- 
ply to Parliament this session for Dominion incorporation, 
empowering the company to extend its line into Ottawa 
by an independent line or over the tracks of any other com- 
pany, and authorizing it to enter into an agreement with the 
Canadian Pacific Railroad or the Ottawa, Northern & 
Western Railway to lease its railway to either of these 
companies and to increase its bonding powers. 

Montreal (Que.) Tramway Company.—This company has 
agreed to give the town of Outremont, P. Q., an electric 
railway under the terms of a contract made some years 
ago. By the agreement the company will construct a 
single-track line on Bernard and Outremont Streets im- 
mediately and double-track it next spring. 

*Nashville & Woodbury Interurban Railway, Woodbury, 
Tenn.—Preliminary arrangements are being made by this 
company to build an electric line between Woodbury and 
Nashville. J. L. Parks, Murfreesboro, is interested. 


SHOPS AND BUILDINGS. 


Edmonton (Alta.) Radial Railway.—During the winter 
this company plans to build new carhouses on the South 
Side and an addition to its carhouse on the North Side. 

Central California Traction Company, San Francisco, Cal. 
—During the next month this company plans to build a new 
station at Kettleman. 

Groton & Stonington Street Railroad, Mystic, Conn.— 
This company plans to abandon its freight house in 
Mechanic Street, Westerly. All the freight business by 
electric lines centering in Westerly will be transacted in the 
new Cogswell Street station and the administration office 
will be located in the upper story of the new freight depot. 

Des Moines (Ia.) City Railway.—Plans are in progress 
by this company for the construction of a new carhouse in 
Des Moines. The structure will be 113 ft. x 350 ft., one and 
two stories in height and of brick and hollow tile. 

Sarnia (Ont.) Street Railway.—This company is now 
building a new carhouse in Sarnia. The structure will be 
78 ft. x 160 ft. and of solid cement block construction. 

Sioux Falls (S. D.) Traction Company.—This company 
has purchased land in Sioux Falls upon which it expects 
to build new carhouses and repair shops in the near future. 

La Crosse (Wis.) City Railway.—Plans are being made 
by this company to build a new carhouse in La Crosse in 
the spring. The structure will be one-story and of brick 
construction. 


POWER HOUSES AND SUBSTATIONS. 

Edmonton (Alta.) Radial Railway.—During the winter 
this company plans to build two new substations and ex- 
pects to purchase one 750-kw motor-generator set, two 
500-kw transformers and one 750-kw transformer. 

Kokomo, Marion & Western Traction Company, Kokomo, 
Ind.—This company plans to purchase during the next four 
months a new condenser to be used in connection with a 
3500-kw steam turbine and generator about to be purchased. 

Marquette County Gas & Electric Company, Marquette, 
Mich.—This company announces that it has overhauled its 
power house and installed a new switchboard, Alberger con- 
densers and new steam piping. 

Western Ohio Railway, Lima, Ohio.—A new turbine is 
being installed in the power house of the company at St. 
Marys to supplant four reciprocating engines and a small 
turbine. 

Niagara, St. Catharines & Toronto Railway, St. Cath- 
arines, Ont.—Plans are being made by this company to build 
a new power house in St. Catharines. 

Sandwich, Windsor & Amherstburg Railway, Windsor, 
Ont.—This company is now rebuilding one of its power 
houses and installing a 20-ton crane. 

Corpus Christi Street & Interurban Railway, Corpus 
Christi, Texi—Work has been begun by this company on 
its new $35,000 power plant near the union depot in Corpus 
Christi. Machinery has been ordered. 
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ROLLING STOCK 


Sandy Spring Railway, Kensington, Md., expects to pur- 
chase a double-truck car seating forty passengers. 

Albany (Ga.) Transit Company has ordered from the 
American Car Company five cars mounted on Brill 21-E 
trucks. 

Morris County Traction Company, Morristown, N. J., 
has ordered one long-broom snow sweeper from The J. G. 
Brill Company. 

Billings (Mont.). Traction Company has ordered one 18- 
ft. storage battery car with one special Brill truck from The 
J. G. Brill Company. 

Cleveland (Ohio) Railway has ordered 100 additional 
trailers from the G. C. Kuhlman Car Company. They will 
be 48 ft. long and 8 ft. 2 in. wide. 

Southern Traction Company, Dallas, Tex., which is build- 
ing an electric railway between Dallas and Waco, is in the 
market for forty-two interurban cars. 

Edmonton (Alta.) Railway expects to purchase during 
the next few months three dump cars, one sprinkler, one 
set of spare trucks and a crane for work car. 

Philadelphia (Pa.) Rapid Transit Company is construct- 
ing in its shops several new double-truck mail cars. They 
will replace the single-truck mail cars which are now being 
used. 

People’s Gas & Electric Company, Burlington, Ia.; has 
ordered from the St. Louis Car Company three car bodies 
mounted on St. Louis Warner non-parallel axle trucks, in- 
stead of one car body as noted in the Erecrric RAILWAY 
JourRNAL of Nov. 30, 1912. 

Illinois Traction System, Peoria, Ill., will build six elec- 
tric locomotives similar to the 1910 type except that they 
will be heavier than sixty tons. The Illinois Traction sys- 
tem is asking for bids on six motor passenger, one parlor 
and one sleeper similar to the company standard; also four 
motor passenger and four trail cars for use on the Chicago, 
Ottawa & Peoria Railway. 


TRADE NOTES 


_ Midvale Steel Company, New York, N. Y., has discon- 
tinued its St. Louis office and has established an office 
in Atlanta, Ga., located at 1227 Candler Building. 


H. W, Johns-Manville Company, New York, N. Y., an- 
nounces the appointment of C. S. Berry as manager of its 
Atlanta (Ga.) office, located at 3214 South Broad Street. 


Robert W. Hunt & Company, Chicago, Ill., have moved 
their general offices and laboratories from the Rookery to 
the twenty-second floor of the Insurance Exchange Building, 
Chicago. 

Frederick A. Elmquist has severed his connection with 
the Elmquist-Hannan Company, which has been dissoived, 
and has returned to his former position with the Sherwin- 
Williams Company. 

American Engineering Company, Philadelphia, Pa., has 
received among the recent orders for Taylor gravity under- 
feed automatic stokers one from the Bay State Street 
Railway, Chelsea, Mass., for two four-retort stokers with 
extension grates, and one from the Northern Ohio Traction 
& Light Company, Akron, Ohio, for two seven-retort stok- 
ers with extension grates. 

J. G. White & Company, New York, N. Y., have just re- 
ceived telegraphic advice of the award to their London as- 
sociates, J. G. White & Company, Ltd., of railroad con- 
struction work in the Argentine amounting to about $4.000,- 
000. The railroad to be constructed constitutes the connect- 
ing link in the through system between Brazil and the 
Argentine Republic, with termini at Buenos Aires and Rio 
de Janeiro. 


Westinghouse, Church, Kerr & Company, Inc., Pitts- 


burgh, Pa., announce that they have secured for their iron 
and steel works department, at Pittsbureh, the services of 
Walter Rachels, who has resigned his pusition in charge 


of Julian Kennedy’s engineering office. ‘Mr, Rachels has 
been connected with the iron and stee! business in the 


(J 
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United States since 1895, and was chief engineer of the 
National Steel Company until this concern was consoli- 
dated with the Carnegie Steel Company. 

General Electric Company, Schenectady, N. Y., as stated 
m this paper for Nov. 30, 1912, has received the order for 
150 two-motor car equipments to be used on I50 new near- 
side cars to be installed by the Philadelphia (Pa.) Rapid 
Transit Company. Each equipment will consist of two 
GE-203 50-hp motors with automatic ventilation and tap 
field control. The effect of this control is practically to 
eliminate one resistance step. The General Electric Com- 
pany also has the order for 150 straight-air brake compres- 
sors for this company. It has also received an order for 
fifty two-motor car equipments, composed of two GE-222 
135-hp railway motors for the subway and elevated divisions 
of the Philadelphia Rapid Transit Company. These motors . 
will be equipped with Sprague-General Electric relay-auto- 
matic type M control. | 

Crucible Steel Company of America, Pittsburgh, Pa., has . 
re-elected the members of the executive committee. The . 
retiring officers were also re-elected, with the exception that . 
H. A. Brown was named as fourth vice-president in place { 
of O. H. Wharton. Mr. Brown has been assistant general 
sales agent of the company at New York, where he will 
continue to make his headquarters. Reuben Michener, 7 
formerly assistant general sales agent at Pittsburgh, has 
been made general sales agent, with headquarters in Pitts- 
burgh; W. D. Wintersmith, formerly sales manager of the 
railways spring department, has been made assistant gen- 
eral sales agent in Pittsburgh, and C. F. Blue, Jr., formerly 
manager of the Detroit branch, has been made assistant 
general sales agent for the West, a newly created position, 
with headquarters at Chicago. 

Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., announces that J. P. Moore has become con- 
nected with its engineering department and will be engaged 
in railway electrification work. Mr. Moore has had a wide 
experience in railway construction work, having been en- 
gaged for some time past with the Wyandotte Construction 
Company, Kansas City, Mo., in the construction of the 
7o-mile, 1200-volt. direct-current line of the Kansas City, 
Clay County & St. Joseph Railway. For five years hé was 
connected with the General Electric Company in general 
engineering work and subsequently with the Pacific Light 
& Power Company as resident engineer and with the 
Des Moines Edison Light Company as superintendent of 
distribution, having charge of extensive improvements for 
these companies. Mr. Moore was instructor in electric . 
railway engineering at the State College, Pa. The West- 
inghouse Electric & Manufacturing Company has recently } 
received a shipment of ten electric locomotives from the : 
Baldwin Locomotive Works to be electrically equipped. 
These locomotives are the last ten of an order of thirty- 
nine for the New York, New Haven & Hartford Railroad. 
The mechanical parts were built by the Baldwin Locomo- 
tive Works. These locomotives are of the twin-motor ; 
articulated type and each is to be equipped with eight i 
Westinghouse single-phase railway motors and unit switch 
control. 


ADVERTISING LITERATURE 


Trolley Supply Company, Canton, Ohio, has issued a cir- 
cular which describes the Simplex roller-bearing base. 

General Electric Company, Schenectady, N. Y., has issued 
Bulletin No. A4goo4, which fully describes and illustrates 
the GE steam flow meter. 

Walter A. Zelnicker Supply Company, St. Louis, Mo., has _ 
issued Bulletin No. 135 of second-hand rails, locomotives, 
cars, equipment and machinery. ie 

The J. G. Brill Company, Philadelphia, Pa., has printed — 
in Brill Magazine for November an illustrated biography of 
Robert I. Todd, president of the Indianapolis Tractio 
Terminal Company. Among the feature articles are 
following: “Conditions Which Govern the Type" of 
for City Service, Indianapolis,” “One Hundred Trailer 
for Cleveland,” “Stepless Storage Battery Car for } 
York Railways,” “Passenger Car with Baggage Com 
ment for Wellsburg, W. Va.,” “Double-Truck St 
tery Type for Lewisburg, Milton & Watsonte 
ger Railway.” een aed eee 
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[RUICT YANO INTERURBAN Gans AND TRUCKS 


Trackless Traction 


This auto-omnibus is described in the November issue of Brill 
Magazine. It is one of an order of twenty-five just completed for the 
Fifth Avenue Coach Company, New York, and, with four previous 
orders, brings the number of bodies built for this company, up to 
forty-four. The building of bus bodies is properly a car-builder’s 
proposition—they are built like trolley cars and look like them. 
Twenty-two seated passengers on the roof and twenty-three inside 
is a fair size load for a body that weighs but 3800 lbs., including seats 
and other items of equipment; in addition the vibrations from the 
powerful motor together with riding over all kinds of pavement needs 
the kind of construction in which a trolley car builder is experienced. 
We build a good many, all told, and of all kinds of single and 
double-deck types, suited for any type of chassis. If you are thinking 
of running a bus line on a street where tracks are tabooed or develop- 
ing a new section our auto-bus catalog and some recent photographs 
may interest you. 
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SOUTHERN PACIFIC RAILROAD TRAIN ON ALAMEDA DIVISION 


High Voltage D. C. Railway System 


(1,200 to 2,400 Volts) 


Flexibility, low first cost, savings in operating expenses, 
and the reliability of the G-E high voltage system have re- 
sulted in the standardization of this system for interurban roads. . 


In use on the following roads, operating 300 cars and 40 
locomotives over 1,400 miles of track: 


Aroostook Valley Railway Co., Presque Isle, Me. 

Butte, Anaconda & Pacific Railroad, Butte, Mont. 

Central California Traction Co., San Francisco, Cal. 

Davenport & Muscatine Railway Co., Davenport, Ia. 

Ft. Dodge, Des Moines & Southern Railway, Boone, Ia. 

Indianapolis, Columbus & Southern Traction Co., Co- 
lumbus, Ind. 

Indianapolis & Louisville Traction Co., Scottsburg, Ind. 

Kansas City, Clay County & St. Joe Electric Railway, 
Kansas City, Mo. 

Milwaukee Light, Heat & Traction Co., Milwaukee, Wis. 

Nashville-Gallatin Interurban Railway Co., Nashville, 
Tenn. 

Oakland & Antioch Electric Railway Co., 


, : 


Atlan sta, Ga. 


Oakland, Cal. 


ati, OF 
: "ey ee General Office; 
Boise, ldah 
Boston, Mass. 
Buffalo, ¥. 
Butte, Mo mnt. BV Seto. ed Kansas City, Mo. 
Charlest \ wW Va. 1. (Office of Keokuk, Iowa 
Chatlotte, 'N. t Agent) Knoxville, Tenn. 
Chattanooga, n : , ind Los Angeles, Cal. 


Largest Electrical Manufacturer in the World Nashville, Tenn, 
Schenectady, N, Y. 
ADDRESS NEAREST OFFICE 


® 


: Husiness refer to General Electric Company of Texas,—Dallas, 


Oregon Electric Railway Co., Portland, Ore. 

Pittsburg & Butler St. Ry. Co., Pittsburg, Pa. 

Pittsburg, Harmony, Butler & New Castle Railway Co., 
Pittsburg, Pa. 

Shore Line Electric Railway Co., Saybrook, Conn. 

Southern Cambria Railway Co., Johnstown, Pa. 

Southern Pacific Railroad, San Francisco, Cal. 

Southern Traction Co., of Illinois, E. St. Louis, Ill. 

Southwestern Traction & Power Co., New Iberia, Ga. 

Toledo & Chicago Int. Rwy. Co., Kendallville, Ind. 

Washington, Baltimore & Annapolis Electric Railway 
Co., Baltimore, Md. 

Yakima Valley Transportation Co., N. Yakima, Wash. 


cneral Electric Company 


Salt Lake City, Utah 


San Francise 
St. Loui 
Stobart WY. 
Seattle, Wash. ~ 
Spokane, Wash. 
Springfield, Mass. 
Syracuse, N. Y. 
Toledo, 0) 
Youngstown, Ohio 


El Paso, Houston and Oklahoma City 


New Haven, Conn. 5) Cal. 
New Orleans, La. 
New York, N. Y. 
Philadelphia, Pa. 
Pittsburg, Pa. 
Portland, ” Ore. 
Providence, R. I. 
Richmond, Va. 
Rochester, Neve 


Louisville, Ky. 
Memphis, Tenn. 
Milwaukee, Wis. 
Minneapolis, Minn, 


ian business refer to Canadian General Electric Company, Lt’ d, Toronto, Ont. 


